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Fo CORRUGATED IRON ROOFS we refer to Buildings in the New York Navy aye the New Depot of the New Jersey Railroad and Transportation Company at Jersey 
City, Capitol Extension at Washington, U, 8, Custom Houses, etc, im various parts of the UNITED STATES. 
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Galvanized SLATING NAILS, Galvanized WIRE, Galvanized SHEET IRON, of all Widths 
Galvanized LIGHTNING RODS. Galvanized SCREWS, and Gauges. 


CORRUGATED SHEET IRON FOR ROOFING. 
PLUMBERS AND STEAMFITTERS’ BRASS WORK. 
SHOT, PIPE AND SHEET LEAD. 


Pig Lead, Pig Iron, Sheet Iron, Tin Plates, Spelter, Banca and Straits 
Tin, Ingot Copper, Brazier’s Sheets, and other Metals. 


MARSHALL LEFFERTS & BROTHER, 
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Mail Routes between New York and New 
Orleans. 

We copy from the Philadelphia American the 
following article in reference to the transportation 
of mails between New York and New Orleans. 
We have reason to suppose the article to be of 
semi-official character. As such, it has possessed 
much interest for the railway and commercial pub- 
ic, ~ 


Efficient measures are to be taken here to insure 
more reliable and speedy mail communication be- 
tween the great commercial cities, from New York 
to New Orleans, in which Philadelphia is equally 
interested with any other. The present arrange- 
ments are not only discreditable, so far as expedi- 
tion and certainty are concerned, but they are posi- 
tively injurious to the trade of all these important 
communities, Regularity is the exception, at 
least in the mails, and there is hardly such a thing 
known as faithful observance of the schedule time 
Tequired by the contracts. There are now two 
daily lines connecting these commercial termini, 
The Atlantic, or old route, rans from New York, 
Yia New Brunswick, Philadelphia, Baltimore, 
Washington, Richmond, Petersburg, Weldon, Wil- 
Mington, Kingsville, Augusta, Millin, Macon,: Co- 
lumbus, Montgomery, and Mobile, to.New Orleans, 

whole distance is 1,644 miles, and the pay per 





annum $436,949. The schedule time for the per- 
formance of the through trips is five and a half 
days. 

The other, or South-western route was put on 
last year by Gov. Brown, commencing service from 
the Ist of July, 1858. It runs from New York, via 
New Brunswick, Philadelphia, Baltimore, Wash- 
ington, Richmond, Lynchburg, Bristol, Knoxville, 
Dalton, Chattanooga, Stevenson, Grand Junction, 
Water Valley, Miss., Goodman’s Depot, and Can- 
ton, to New Orleans. The whole distance is 1,635 
miles, and the pay per annum $388,902 50. The 
schedule time for the through trip is five days. It 
will be observed that the railroad connection from 
New York to Richmond is common to both routes. 
The reason assigned ‘for opening this South-western 
communication was greater speed and certainty, 
which has not been sustained by experience. 

An investigation of ‘the results on both these 
routes, for the last nine months—from Ist July, 
1858, to 81st March, 1859—discloses some inter- 
esting facts, which may be useful for reference and 
comparison, and furnish a basis for new estimates. 
During this period, 271 mails were carried on the 
Atlantic route, between New York and New Or- 
leans, only 156 of which were within the schedule 
time. Of the remaining 115, there were 92 delays 
of one day each, 17 of two days, four of three 
days, one of five days. Of 254 mails. conveyed 
between Washington and New Orleans, for the 
same time, but 128 were within the schedule time, 
leaving 126 which took from 544 to 1244 days. 

By the South-western route, 250 mails were car- 
ried from New York to New Orleans, during the 
period named ; only 16 were within the schedule 
time. Of the remaining 204, there were 89 delays 
of half a day, 54 of 1 day, 27 of 144 days, 20 of 2 
days, 8 of 244 days, 2 of 3 days, and one each of 
7, 8,9, and 10 days. Of 246 mails between New 
Orleans and Washington, 98 were in schedule 
time, (444 days), and 6 in 5 days, (the time re- 
quired by the other line), leaving 142 which took 
from 514 to 134g days. On both these routes 
Charleston and Savannah are entirely thrown off 
their main connection, and much to the disadvan- 
tage of those cities, as important depots of cotton 
and rice. 

The whole number of. mails received. at New 
Orleans from New York, by both lines, from the 
1st July, 1858, to 31st March, 1859, was 491. The 
average time between these termini by both, for 
each month, is ascertained to be as follows: Jaly, 
1858, 6 days, 4 hours; ‘August, 5 days; 14 hours; 
September, 5 days, 17 hours; October, 5 days, 14 
hours; November, 5 days, 20 hours; December; 5 
days, 16 hours; January, 1859, 6 days, 10 hours; 
February, 7 days,.1 hour; March, 6 days, ‘14 
hours. Average for the whole period, 6 days, 1 
hour; for the winter months, 6 days, 4 "hours, 
The whole number of mails received at New York 





from New Orleans by both lines, during the same 
period, was 495. The average time was as follows: 
July, 1858, 6 days, 7 hours; August, 5 days, 12 
hours; September, 5 days, 13 hours; October, 5 
days, 11 hours; November, 5 days, 15 hours; De- 
cember, 6 days, 3 hours; January, 1859, 7 days, 
2 hours; February, 6 days, 13 hours; March, 6 
days, 21 hours. For the-whole'period, 6 days, 2 
hours; for the winter months, 6 days, 6 hours. 

At the recent mail lettings a bid was accepted 
for a daily communication by steamers from Char- 
leston to Fernandina, Florida, and thence connect- 
ing with Cedar Key, on the Guif of Mexico. There 
is already a daily mail by steamers from Cedar 
Key to New Orleans, and the same party proposes 
to connect weekly with Havana, for the postages. 
So that there is but a small gap to fill up to make 
a complete and continuous route from New York 
to New Orleans by stéam all the way. There is 
railroad service already employed from New York 
to Wilmington, on the Atlantic route. Now the 
question is, can a new line be established, to sub- 
stitute one of the two now in use, which will afford 
better facilities, without materially increasing the 
expenditures? A plan has been organized and 
submitted here, intended to carry out this general 
idea, which contemplates one schedule and con- 
tract for the whole service, instead of separate ar- 
rangements, and divided responsibility—such as 
now exists in both the present routes. It is pro- 
posed to call it the Grand Trunk line, which is to 
be run according to the programme referred to, as 
follows: From New York, via New Brunswick, 
Philadelphia, Baltimore, Washington, Richmond, 
Petersburg, Weldon, Wilmington, Florence, Char- 
leston, Fernandina, and Cedar Key, to New Orleans. 
The whole distance is 1,611 miles, and the pay per 
annum $385,269, of which more than one half is 
paid under existing contracts for railroad service 
from New York to Florence, South Carolina. The 
schedule time tobe a fraction over four days. 

The basis of this proposition rests upon the re- 
markable reliability of the service between New 
York and Charleston, and the assurance of that 
from Cedar Key to New Orleans. About the other 
link there can be little doubt, if the projectors de- 
sire, as it will obviously be their interest to make 
this line the main artery from North to South, 
The Postmaster-General, in order to ensure, fair 
competition, will put up a through connection, to 
the best bidders in point of time and economy: An 
advertisement to this effect will be issued, so’ that 
all the routes will have an equal chance, and suc» 
cess will depend entirely upon the considerations 
stated of uniting the great commercial cities, North 
and South, by the most expeditious and certain 
communieation. | bation ies 

This object has been long desited, and the pab: 
lic are interested in seeing it carried det praetiedl! 
1y- The most experienced and enlightened men 
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connected with the Post Office Department believe 
the mails can be carried from New York to New 
Orleans, and vice versa, inside of four and a half 
days; and with guaranties for the performance of 
the service, which will save the vexatious delays 
and expense heretofore incurred, and with very’ 
ithperfect and unsatisfactory results to the com- 
mercial community. 





Richmond and Petersburg Railroad. 

At the 24th annual meeting of the stoekholders 
in this road held at the company’s office in Rich- 
mond on the 8ist,of May last, Peter V. Daniel, J ry 
Richard Batton Hfaxall, Charles Ellis, and’ Dr, 
Charles S. Mills, were chosen directors on behalf 
of the stockholders; and Francis E. Rives and 
Roscoe B. Heath announced as having .been ap- 
pointed directors on behalf of the State, for the 
ensuing year. 

The committee of examination, appointed at 
the previous meeting, reported the road, and the 
branch to Walthall, in excellent order. The James 
river bridge, the most important structure upon 
the whole line, was found as firm in all respects, 
and in as good condition as on the day of its com- 
pletion. The work-shops, depots and machinery 
were well and economically arranged, and every 
locomotive on the road in perfect running order, 

The income of the company from operations of 
their road for the fiscal year ending April 30, 1859, 
was :— 


From passengers 
@ :Mrplghb cin seis omectosic’ 
‘ mails and miscellaneou 


seuss +. $83,226 68 
sees es 59,460 77 
14,854 76 


eeee coee ceee 





$157,542 16 
And the expenses were :— 


Repairs of road, bridges, buildings, 
locomotives, cars, etc. .. $26,609 71 


Conducting transportation, 9,564 78 
Depot expenses. ......... 8,985 69 
Salaries of officers ....... 5,750 04 


Miscellaneous ........... 24,146 59 


75,056 81 


Leaving as net receipts...... $82,485 35 
—or 524 per cent, of the gross, 


To which add :— Capital stock ............ .0++. -»--$836,100 00 
Cash on hand April 30, 1858. ........ 7,788 15 | Dividend bond to the State ......... 33,408 00 
Received from capital stock ......... 1,500 00 | Coupon bonds due July 1, 1875...... 24,500 00 
Debt due by the company ......... 9,548 66) “ - me) Dane B1676..<. 3. 143,500 00 

——_—_—- | Certificates and debts for dividends.. 28,054 89 

$101,317 16] Bills payable .... 1... 2... ween ween 9,504 12 

Disbursed as follows :— Unclaimed interest and dividends ... 2,122 69 
OpSR BORN es eS ec eleee -' SOun xe 


Dividends....... .... .... $48,805 00 


Tnnterest. «200 secre csadivcce Bors 99 
New cars and buildings... 4,075 21 PORES, TAPE 
Debts due the Company .. 19,696 29 $1,250,186 49 
Reconstruction of road... 1,489 24 COME OF WAIN TING, . <i. <00 ieee ,ccice ve $922,822 39 
Cost of road and property, 52 35 Do. road to Port Walthall ....... 45,539 09 
87,804 08 | Reconstruction of road............. 219,587 50 
————— | Real estate .... ........ ce00 e005. 18,954 33 


Cash on hand April 30, 1859. .... ....$138,513 08 

In -reference to the controversy which had 
arisen between this company and several others 
on the main Atlantic route, for the through travel 
between the north and south, and, which resulted 
in a discontinuance of the through ticket system 
during the greater portion of the year, with the 
companies north of Washington and south of Wel- 
don, the report says : 

To this cause mainly, if not solely, is attribut- 
able a diminution of 4,911 in the. number of 
through passengers passing over this road during 
the last year, as compared with the number pass- 
ing over it the. preceding year, . Nevertheless, the 
revenue derived from this diminished number 
exceeded by $8,537.74, at least, the revenue. de- 


year, when those through tickets, at the reduced 
rates, against which this company remonstrated, 
were in use. 
pany, in insisting on rates that were more remu- 


and every competing route, to avail themselves of 


‘competing routes was made by increased facilities 


Thus was the course of this com- 


nerative, fully | ted by the experience of the 
t year; for, although the opportunity was not 
ost, but. fully improved by the ocean steamers 


the advantages presented to them by a disturbance 
of the’ facilities ‘of through tickets on’ the Main 
Atlantic Inland Route, and every effort on ‘those 


and greatly reduced rates, to divert and retain the 
travel ftom ours.to theirs; yet the result to this 
company from this disturbance and disruption of 
the through ticket system, was a temporary de- 
crease of only about one-eighth of its through 
travel, with an*inerease of nearly 11 per cent. in 
its-revenue from thethrough travel, which would 
not be diverted from it, arising from the more re- 
munerating rates of fare received for what re- 
mained. That this principle and practice of ex- 
cited, reckless and ublimited competition between 
rival routes by greatly reduced rates of fare, pro- 
voking mutual retaliation, has been in many cases 
carried to extremes very detrimental to the inter- 
ests of the companies engaged in it, is fast becom- 
ing the conviction of other companies, as it has 
long been that of ours, It is gratifying to be able 
to announce, that those disturbances have within 
a few months past ceased to exist, and that there 
is now, and has been during that time, in operation 
a much more extended system of through tickets 
over this route from New York to New Orleans, 
Mobile, Charleston; Savannah and Havana, and 
at more remunerative rates of fare than has ever 
been before in operation over this road, and that 
its effects have already been encouragingly expe- 
rienced in a considerable and steady increase of 
both passengers and revenue. Thus, with the re- 
storation of all our former through travel, and 
with the additions to it resulting from the large 
extensions of the through ticket system, by con- 
nections with other new roads—all yielding to this 
company rates of fare more remunerative than 
former rates—a considerable increase in its revenue 
from this source may be reasonably expected. 
The completion. of the Norfolk and Petersburg 
railroad has already restored to us at more remu- 
nerative rates much of the travel formerly brought 
to, this. road bv the steamers to Port Walthall, 
without any additional expense to this company. 


GENERAL STATEMENT. 


EPOME MN AIR. cpio ccs cccccs cose ves STUEy te 


SEDI FOOGIVODIS. 5.00 cece b:050.0 000000 18,220 66 
This company’s stock taken for debt. 5,376 06 
TIDEN. BOCOUDES: a.040.04>o cecsnccsi¢ieiee.) O:240..00 
PIR D PED vhin.cccinp cnet 98 9 18,518 08 


$1,250,186 49 





The officers are : 

Prerer V.'Danien, President. 
James B. MacMurpo,' Treasurer. 
Tuomas H, Wrnxz, Superintendent. 





Mississippi and Tennessee Railroad. 
| Track-laying below Panola Depot; on the Mis- 
sissippi and Tennessee Road, is progressing slowly, 
bat surely. Some five!thousand. or six, thousand 
bars. of iron are.on hand, and more on the way, 


(From the London Mechanics’ Magazine.) 


On the Successful Working, by Locomotive 


Power, over Gradients of 1 in 17, and 
‘Curves of 300 feet radius, on Inclines in 
America. By Mr. T. S. Isaac. 

It was stated that the road which had decidedly 


taken the lead in the United States, in the appli- 
cation of locomotive power to steep gradients, and 


had been generally the pioneer of improvements, 
was that extending from Baltimore, on the Chesa- 


peake Bay, to Wheeling, on the Ohio river, a dis- 


tance of 880 miles, through a region of considera- 
ble difficulties, especially in the various ranges of 
the Alleghany Mountains, .This company was 
incorporated in 1827, being the first chartered in 
America, and a portion of the road was opened in 
May, 18380. At first it was worked by horses, but 
locomotives were employed as early as August, 
1830-—prior to the opening of the Liverpool and 
Manchester Railway. It was not until 1851 that 
the great incline over the main range of the Alle- 
ghanies was completed and worked by locomotives, 
It had an inclination of 1 in 4514 for 11 continu- 
ous miles, and, after winding amongst the summits 
of the mountains for 20 miles, it descended, on the 
western side, with an inclination of 1 in 4514 for 
9 continuous miles. The passage of this moun- 
tain chain involved altogether sixty miles of rail- 
way, twenty miles of which had a gradient of 1 in 
4514, and nine miles of 1 in 50, both worked by 
locomotive power, at a speed of from fifteen to 
twenty miles per hour for passenger trains. The 
curves were frequently 600 feet radius, Although 
it was one of the main thoroughfares of American 
commerce, no extra provision was made for work- 
ing these inclines, beyond increasing the number 
of the engines. The engines had eight wheels, all 
coupled, the diameters of the cylinders being 17 
inches, the length of the stroke 2 feet, and the 
diameter of the wheels 4!¢ feet. The engines 
weighed 24-tons each, and the tenders 13 tons 
each, 

In 1852 difficulties were eneountered at two dif- 
ferent tunnels, which rendered temporary inclines 
necessary, in order to accomplish the passage of 
the trains. This system was frequently adopted 
when it was. required to surmount hills where the 
tunnels. were incomplete, in order to enable the 
iron and other materials for the permanent way to 
be delivered along the line. There was a maximum 
gradient over the Kingwood tunnel of 1 in 10, and 
this incline was in operation for several months, 
the iron and other materials for upwards of forty 
miles of line, and the United States mails have 
been conveyed over it by locomotive power. The 
same engine that was used on the other parts of 
the line was employed, and it drew a loaded car 
weighing 18 tons, and a tender weighing 12 tons, 
or a total weight of 25 tons, at the speed of 8 to 
10 miles per hour, Over the Board Tree tunnel 
there was a series of zigzag inclines, on which the 
upward motion of the train was alternately re- 
versed, the engine at one time pulling, and at an- 
other pushing the cars. There were three of these 
inclines on the Eastern, and five on the Western 
slope of the hill. The total length was nearly two 
miles and one-third, and tbe gradients varied from 
1 in 18 to 1 in 164g, with a minimum radius of 
curvature of 300 feet. The ordinary freight con- 
sisted of two loaded cars, weighing, together with 
the tender, 37 tons. Mr. Latrobe, the chief en- 
gineer of the line, said, in his report for 1853, that 
as many as fifty cars, containing 400 tons, and two 
passenger trains, had been taken over this hill in 
a day'by four first class locomotives; and that, 
during five months, there had been no accident in- 
volving more than a trifling detention. These two 
inclines, although unprovided with engines espe- 
cially adapted for the purpose, fully demonstrated 
the feasibility of traversing gradients, altogether 
unprecedented; by the locomotive alone. The ex- 
perience gained in working them not only estab- 
lished the fact, that a rise of 800 feet per mile, and 
curves of 300 feet radius, could be worked with 
comparative facilitity, but seemed to point also to 
a limiting gradient, beyond which it was impossi- 
ble for the locomotive to go, with any useful effect, 





The track will .be laid to Yoekna Depot by Sep- 
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Steep gradients and sharp curves had since 
been adopted on the Virginia Central Railroad, 
on a more extended scale, and had been in success- 
ful operation for upwards of four years. The 
Mountain Top incline on this road crossed the 
Blue Ridge Mountains at Rock Fish Gap, in Vir- 

inia. 
¥ The author believed that the resistance of the 
curves had been under-rated in America. On the 
Mountain Top incline it was proved that the re- 
sistance of the curve exceeded 2514 Ibs. per ton of 
engine and train. Mr. Latrobe had calculated 
that. the resistance to traction, on a level, was 
doubled by a curve 400 feet radius; and he as- 
sumed 13 lbs. per ton as the additional friction of 
the train, on a curve of 300 feet radius, whence the 
additional friction of the-engine; due to sucha 
curve, must have exceeded 49. Ibs. per ton of its 
own weight. Two expedients had been resorted 
to for diminishing this friction. On the Baltimore 
and Ohio incline, for a speed ten miles per hour, 
the outer rail had been gradually raised, on a 
curve of 300 feet radius, from 2 inches, the height 
given by the ordinary formula, to 9 inches. On 
the Mountain Top Track inclines, for a speed of 8 
miles per hour, the outer rail had an elevation of 
64¢ inches; and a sponge, saturated with oil, was 
kept in contact with the flanches of the two for- 
ward wheels of each engine. These expedients 
had so far reduced the friction on the latter road, 
as to cause no perceptible diminution of speed on 
leaving a straight portion of the track, with a 
gradient of 296 feet per mile, and entering a curve 
of a radius of 800 feet, having a gradient of 238 
feet per mile. 

The Virginia Central Company had also con- 
structed a shorter decline, about 100 miles further 
west, which was one mile and a-half in length, 
with gradients varying from 250 to 300 feet per 
mile, and curves of a minimum radius of 400 teet. 
Over this incline, which had been in successful 
operation for two years, the common freight en- 
gines, on eight wheels, four of which were coupled, 
giving 16 tons for adhesion, had taken a load of 36 
tons, at a speed of five miles per hour, 

The ordinary performances of the engines on 
the Mountain Top Track, showed an exertion of 
1814¢ horse power, including the engine in the 
load, or 118 horse power not including the engine; 
giving, in the latter case, 4-8 horse power per ton 
of motor, the resistance due tu the speed and the 
gradient being 121-64 pounds per ton. 

On one or two occasions, on the incline of 1 in 
10, on the Baltimore and Ohio line, the weight of 
the engine being four and three-quarter times the 
resistance of gravity and the friction of the load, 
when the rails were very greasy, the engine and 
train slid backwards with locked wheels, from 
near the top to the bottom of this incline, without 
damage. The wheels of these engines had chilled 
tyres, a circumstance which considerably decreas- 
ed their adhesion. The engines on the Mountain 
Top Track, with an ordinary train, exercised an 
adhesive power of one-sixth of their weight, and 
this could always be maintained, in the severest 
Weather, by the use of a fine clean sand. 

In conclusion, the author remarked, that there 
were probably few mountain passes that could not 
be overcome by the introduction of gradients of 1 
in 17, and experience had satisfactorily proved, 
that the locomotive could draw a load nearly 
double its own weight up such a gradient, at a 
speed of eight miles per hour. The workingof the 
Mountain Top Track furnished additional evidence 
to that already gained from other sources, of the 
superiority of light engines with light loads, over 
heavy engines with heavy loads. 

, cussion.—It was explained that on the Bal- 
timore and Ohio Railway the ordinary good en: 
gines had cylinders of 19 inches diameter, with a 
stroke of 22 inches; they had eight driving-wheels, 
of 3 ft, 7 ins, diameter, all coupled. The passen- 
ger engines principally employed, on the inclines 
of 1 in 4514, had cylinders of 19 inches diameter 
and 22 inches stroke, with six driving-wheels, 4 
feet 2 inches diameter, all coupled, anda leading 


truck or “ bogie” on four wheels. Peculiar ar- 
Tangements were made for facilitating the passage 


over curves of small radius; the centres of the 
front and hind wheels were only 11 feet 3 inches 
apart, and the intermediate wheels were. without 
any flanches—the springs being so adjusted as to 
equalize the weight. 

It was stated, that the adhesion of driving 
wheels had been shown, from experience. in the 
United States, to be beyond the limits usually as- 
signed. Instances were known where the effective 
adhesion had been as much as two-fifths of the 
nominal weight on the driving-wheels; it being 
assumed that this varied much when running, as 
compared with the actual weight ascertained by 
the weighing machine when at rest. 

On the Cleveland and Pittsburg Railway, on the 
1st August, 1857, a train of fifty loaded wagons, 
each on eight wheels, and weighing, with the en- 
gine and tender, 800 tons, was drawn up a con- 
tinuous incline, two miles in length, of 1 in 132. 
The engine weighed 26-8 tons, with only 19-2 tons 
on the six coupled wheels, The gravity of the 
entire train would be 13,575 lbs., whilst the fric- 
tion, which could not average less than 5 lbs. per 
ton, would increase the amount to 17,575 lbs., or 
to more than two-fifths of the weight upon the 
driving-wheels. 

In making a series of trials for the New York 
and Erie Railway, Mr. Zerah Colburn drove a 
train of eighty wagons, each on eight wheels, 
weighing, with the engine and tender, 1;270 tons, 
up a continuous incline of about 1 in 480, with 
curves of 1,145 feet radius. The gravity being 
6,000 Ibs., and the other resistances 8,300 Ibs.,; the 
entire resistance was 14,300 lbs, The weight on 
the driving-wheels of the engine; at. rest; was 40,- 
500 Ibs. ; hence the adhesion was: 0-35 of the in- 
sistent weight. 

An engine, when on a severe incline, changed its 
position so much as to alter materially its running 
condition, which should be provided for in build- 
ing engines expressly for working inclines. 

It was stated that, at the time of construction of 
the Mountain Top incline, it was found necessary 
to place a tank on the eastern slope, on a gradient 
of 1 in 18-87. During the first two or three sum- 
mers, the ascending trains were in the habit of 
stopping daily, and the engines were able to start 
again without difficulty, There was one engine on 
the mountain on eight wheels, all coupled; the 
cylinders were 18 inches in diameter, with a 
length of stroke of 22 inches; the wheels were 34¢ 
feet in diameter, and the gross weight of the en- 
gine was 27 tons. This engine had crossed the 
mountain six times in one day, with a load of 49 
tons each time ; making the trip in one hour from 
Turntable to Greenwood, and in one hour and a 
quarter from Greenwood to Turntable; although 
it was very rigid, and was not adapted to the 
curves. One of the lighter engines had taken a 
load from Turntable to Greenwood in half an hour. 
Mr. Ellet had published a statement of the cost of 
working, based on the fuel and oil consumed, and 
the wages of the workmen. Fuel on the mountain 
cost two dollars per cord. It was difficult to 
make a just comparison of the various fuels, and 
to obtain correct information as to the water evap- 
orated. The same cause that prevented the ex- 
periments on the resistance of curves, prevented 
comparative experiments on fuels, and accurate 
statements of the Water’évaporated, At first pine 
was used, but oak had been extensively adopted 
latterly. The effective pressure of the steam, above 
that of the atmosphere, usually amounted to from 
100 Ibs, to 120 Ibs.’ a Ag 

It was remarked that, whereas, on most Englis 
railways, the results of éxperience showed a resist- 
ance of 12 lbs. per'ton gross on’a level, yet some of 
the statements which had been made as to the work- 
ing of railways in the United States, séemed to in- 
dicate a resistance of not more than 5 Ibs. per ton 
gross, after allowing for gravitation on the incline ; 
whilst the permanent way of American lines was 
notoriously inferior in ‘all respects to'that of’ the 
English lines. The first of the results’ naméd ‘in 


‘the paper showed a traction resistance: of about} 


150 lbs, per. ton gross, In. 


¢ with. this, 
was stated that, on the Great Nor bare i 








cline of 1 in 59, and full of quick curves, had been 
worked for the last three years by two tank loco- 
motives, having cylinders 15 inches diameter, with 
a length of stroke of 24 inches, and four wheels 
coupled, each 41¢ feet diameter, at a steam. press- 
ure of 150 Ibs.; the load on the driving wheels 
being 15 tons, on the leading wheels 10 tons, and 
the gress weight, in workingforder, 25 tons, The 
trains were started from the foot of the incline. 
One of these engines could take up nineteen, wag- 
ons, weighing, when loaded, about 11 tons each— 
making a total gross weight of train, behind the 
engine, of 200 tons—at 10 miles per hour. The 
greatest load that had been taken was twenty-one 
wagons, of a gross weight of 230 tons, at five miles 
per hour. The average ordinary train taken.up 
the incline, consisted of. eighteen wagons, each 
weighing 8 to 11 tons gross; the total weight 
being, say, 160 tons gross, at 10 miles per hour; 
but excursion trains of loaded carriages, weighing, 
when empty, 54¢ tons each, and 744 tons when 
loaded, making a gross load of, say 200 tons, had 
also been taken up. The resistance of the train 
indicated on the piston, after allowing for gravita- 
tion on the incline, amounted to 13 Ibs. per ton 
gross of engine, tender, and trains, which con- 
trasted favorably with the estimated traction re- 
ristance of 150 Ibs. per ton gross on the American 
incline. 

With reference to the influence of curves upon 
resistance, it had been found that, at a speed of 
45 miles per hour, the traction resistance was 
greater, by 20 per cent., on a lines having curves 
under one mile radius, at the rate of one curve in 
246 miles, than on a practically straight line. 

It was remarked that the Whitstable branch of 
the South-Eastern Railway, on which there was a 
gradient of 1 in 30, had originally been worked 
by stationary engines and rope traction; but as 
the traftic was intermittent, it had, been, deter- 
mined, some years ago, to substitute locomotive 
power, and this application had been quite.suc- 
cessful. Bury’s four-wheel coupled engines, hav- 
ing cylinders 14 inches in diameter, with a length 
of stroke of 24 inches, the wheels being 4 feet 6 
inches diameter, were still in use on this branch. 
Four trucks of coal were taken up the incline of 
lin 30,—the gross weight, including the engine 
and tender, being about 50 tons. 

On the Folkestone Branch of the same line, 
which had an inclination of 1 in 30 for upwards of 
three-quarters of a mile, four-wheel tank engines, 
constructed on Mr, Crampton‘s plan, were em- 
ployed. The four wheels of 416 feet. diameter 
were all coupled; the cylinders were 16 inches 
diameter, with a length of stroke of 24 inches; the 
weight of the engine was 264¢ tons, and the press- 
ure of the steam was 120 lbs. per square inch. 
These engines had taken up the incline a load of 
fourteen carriages, equal to a gross weight of 100 
tons, including the engine. 

It was believed that the peculiar construction of 
the engines and carriages in the United States, 
tended to lessen the resistance of curves. It was 
well known that, in New York, and in other Amer- 
ican cities, the railways were brought into the 
streets—horse power being then employed—and 
that the trains were conducted round the turnings 
of streets with great facility. As to the cost of 
construction of American railways, it appeared 
from, official returns, which had been. carefully 


compiled, that in the State of Massachusetts, the 


cost of the principal lines had amounted, to, £10,- 
599 per mile, or £9,489 per mile, exclusive of roll- 
ing stock. In the State of New York these figures 
were respectively £11,200 and £9,762 per mile. 
It should be stated that a large proportion of the 
American railways consisted of single way, and 
that their cost ranged between £5,000 and £14,- 


000 per mile, 


The Manchester, Wheffield and Lincolnshire 
Railway, with a gradient of 1 in 130 for upwards 
of 22 miles, was, mentioned as 2 case of a main 


trunk line, upon which there was a large traffic, 


sessitating the employment of heavy engines. 


‘Ordinary inside cylinder engines were employed 
was . of Scotland wie inde 18 inches in dimetet, wil 
Railway, neer Aberdeen, the Kitty Brewster In.| a length of stroke of 24 inches ; the w being 
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5 feet in diameter, all coupled. They weighed, 
when in working order, 31 tons, were worked at 
a pressure of 130 Ibs. to the square inch, and 
would draw a load of forty wagons, weighing 180 
tons, independent of the weight of the engine and 
tender. 

The great feature in the paper under discussion 
was thought to consist in the statement, that two- 
fifths of the weight of the engine had been obtained 
as adhesive capability ; whereas, in this country, 
one-fourth had been considered as much as could 
be relied on, in all states of the rails. On the 
West Cornwall Railway, loads of about 13 tons 
had been conveyed up an incline of 1,in 18, for a 
distance of from a half to three-quarters of a mile, 
The engine had four wheels coupled, and cylin- 
ders 18 inches in diameter. This plan had been 
considered preferable to the employment of sta- 
tionary power. On the South Devon line there 
were gradients varying from 1 in 41 to1 in 51, 
with 8S curves of 15 chains radius, As a practical 
fact, it might be recorded, that the engines would 
take seven loaded wagons up an incline of 1 in 41, 
on straight portions of the line; but when they 
came to curves of 15 chains radius, one of the 
wagons had to be removed. 

It was stated that on the Lickey Incline of 1 in 
8744, an engine had been allowed to attain a 
speed of thirty miles in descending, and it was then 
brought up in 30 seconds, by the application of a 
peculiar kind of brake to the wheels of the en- 
gines. 

With regard to zigzag inclines, for traversing 
mountains, it was stated that the late Mr. George 
Stephenson had suggested their adoption, thirteen 
years ago, on a line inSpain. Mr. Drane had also 
recommended that this method of crossing high 
mountains should be adopted in Ceylon; and 
more recently, as was well known, Mr. I. J. Berk- 
ley, M. Inst. C. E., had carried out the system suc- 
cessfully on the Great Indian Peninsular Railway, 
for ascending the Bhore Ghaut. It was thought 
that they were only desirable under special cir- 
cumstances and in peculiar positions, where it was 
impossible to make a continuous line except at a 
great cost, or by the introduction of excessively 
sharp curves. 

Probably the steepest gradients in this city over 
which a large traffic was conveyed, were on the 
line between Manchester and Oldham, a dis- 
tance of seven miles. Fora mile and a quarter 
there was an inclination of lin 48 or 1in50. The 
line was then tolerably level, until, on approach- 
ing Oldham, gradients of 1 in 30 and 1 in 39 were 
encountered, and for about a mile and a quarter 
1 in 27. This latter incline had originally been 
worked by stationary power and rope traction; 
but about five years back the locomotive had been 
substituted, and no difficulty was fonnd in taking 
up considerable loads. 

In closing the discussion, the circumstances un- 
der which inclines could with propriety be adopt. 
ed, were considered ; and it was remarked that, 
as a mechanical question, there was no difficulty 
in apportioning the power of the engine to the 
amount of adhesion required to traverse a particu- 
lar gradient. But inclines of 1 in 10 or 1 in 17, 
or even 1 in 40, would only be resorted to from 
necessity, as such radients were attended with a 
heavy cost for working expenses. On a branch of 
the Stockton and Darlington Railway, where there 
was an exceptional gradient of 1 in 40, although 
the traffic was all down hill, the whole of the re- 
ceipts of that portion of the line, taken at one 
penny per ton per mile, were absorbed by the 
working expenses, If the loads had been up hill, 
it was believed that the working expenses alone 
would have amounted to three pence per ton per 
mile, and, with gradients of 1 in 17, it was thought 
that this must reach one shilling to eighteen pence 
per ton per mile. In fact, it was questionable, un- 
der such circumstances, whether horse power and 
carts would not beat the locomotive in point of 
economy}; though, of course, on a long line of rail- 
way, it would be most undesirable to introduce a 
break of gauge.’ It was undoubtedly more eco- 


inconsiderable. On the Oldham incline, the neces- 





tical periods being 1820, 1880, 1840, 1850, 1857 : 


ENGLAND, 
Years. Steamers. Tons. Aver.tons. 
De os ope dbaa seen 17 1,639 96.3 
BN ence Uvke bee see 203 18,831 92.7 
Be sacs chau tace shes 560 50,491 90.1 
AEE ES. a Rg ate 905 109,861 121.5 
ERE PIES + sb knee 297,849 215.9 
SCOTLAND, 
SE cebile's. 0 sip Ree e | 1,127 80.5 
RT PEO, «| 5,687 98.2 
TD cn wap oe bhee, eon a Ee 19,497 161.1 
SU? ices. ddapee scone 30,928 183.0 
SOL. wiamndicks sans one 80,934 275.2 
IRELAND, 
| ee ee 3 252 84.0 
Ee ree | 5,491 177.1 
EOEe ccaeke Sans ance 79 17,551 222.1 
SOU sie beo nis Snip: obo peae 27,685 242.8 
BOE ec apesbiticiccsaion see 88,683 256.1 
COLONIES, 
BODO: sstwievicdvelsede «9 1,225 186.1 
BORO: os Sia Ude Vids de o's 17 8,105 182.7 
MNO Sisc. bi Sh ieee bee OS 7,879 148.6 
ee eek 19,157 117.5 
BOOT iawiie cid dees 808 36,500 118.5 
RECAPITULATION, 
BN ess cbse Sowesséue 43 4,248 98.7 
BO Bide ites sb ces ceecma 38,114 106.1 
LS ate asee 821 96,418 116.2 
i OEE TI ETB OF og 187,631 189.0 
ISBT is tk Stents LOe 453,966 212.9 


The general collective increase in the steam 
marine in the Kingdom and the Colonies, year by 
year since 1839, or since the repeal of the naviga- 
tion laws is shown in the following figures: 


Year. Steamers, Tons, 
SEEN cS GARR Miae Cs. se ba bang tes 770 86,7381 
a ees . aK | 95,418 
IAA UGA NAGE ace ip a ei ths Re 3 856 104,845 
BSCE SAPNA Sele aes peppers: 118,980 
T6048... Skip cca .- 942 121,455 
MEE igks dune pee a scan uh base 988 125,675 
| ARNG Ae onde 131,202 
BEE. sacs opus sc ba saec ahs ence tee 144,784 
MUET i accs bned.cens se0cad on s0ehneee 156,557 
REE rs my 168,078 
MED: scteibe oe ghee seed Maps cabeceee 177,310 
WES Cas's noah cdine nena. ome 1,350 187,631 
SSR <b ch ccknnkke waee 1,386 204,654 
MEE Cah o4'0-, 00°60 ss ahs 6664.08 1,414 223,616 
Satin pAch.ehepkhce scan, 05h 246,336 
ME cis coc chen boss 666 case aitee 326,484 
See os eardgbed'sanne eee 408,280 
MD oka cody. «ausekeit knee ssanniee 417,717 
BONE code veks ip 4s'ssec ine <.6 capen tee 453,966 


—which figures prove that there has been a three- 
fold increase in the number of vessels and more 
than a five-fold increase in the tonnage of the 
British mercantile steam marine since the event 
alluded to. The tonnage given is exclusive of en- 
gine room. 

The progress of steam navigation as applied to 
the foreign commerce of the United Kingdom is 


Entered with Cargoes. 


sity of preserving an unbroken communication British, Foreign, 
was the justification for the use of the locomotive, | Years. tons. tons. 
the cost of which, in such a case, must be consid- | 1853 .... .... .... ++ +++ - 1,091,850 158,786 
erable. On the incline of 1 in 26, near Liege, a|1854.... .... 2... .e+ eee. 1,858,524 176,309 
perfect system of stationary engines had been in|1855........ 0... ++ -+++ «1,247,611 193,280 
use for many years. The Belgian Government, | 1856............ ..-. «+++ - 1,610,981 290,665 
feeling the inconvenience of that system, had aban- | 1857 .... 6... ....00 eeeees - 1,968,557 386,280 
doned it, and substituted the locomotive ; but such | 1858 .... ........0. eeeee - 1,756,664 358,388 
was the uncertainty of the power, in meeting the Cleared with Cargoes. 
inequalities of the incline, that the stationary en- British Foreign 
gines had been again resorted to. Woses. tons. tors. 
Bri j 1858 ov 000 sence cacic ce’ 1001000 160,749 
Se eine eemead thee eemilesin tis: | BUA akon: <snvasve-nnechoe SAAN: NaMnAS 
The following figures mark the progressive in- 
13, ASOD «aoe cove coecec ond cup » lpsonood 186,484 
crease of the number and tonnage of mercantile BOER . 1 o oneinuncimedel deca li OTGGe 314,891 
steam vessels registered in the several divisions of | 1857 .... 2... ..cc cece ceces 1,924,690 392,895 
the United Kingdom and its colonies—the statis-|1858.... 1... 200 ceee coos 1,727,727 394,848 


The total entries and clearances of steamers at 
ports of the United Kingdom in 1857, either with 
cargoes, in ballast, or with passengers only, 
amounted to 14,188 vessels, registering 4,667,372 
tons, of which nearly 4,000,000 tons were British. 
The only foreign nations that took any consider- 
able part in the steam carrying trade were—Ham- 
burg 160,280 tons, Holland 164,289 tons, the 
United States 103,605 tons, Belgium 90,892 tons, 
Hanover, France, Spain, and some other nations 
having also a small share in the tonnage employed, 
The sailing vessels that entered from abroad 
were 22,447 British, 4,943,702 tons and 29,989 
foreign, 4,253,679 tons or a total of 52,436 sailing 
vessels and 9,197,381 tons. 


Italian Confederation. 
The extent and population of the Italian Con- 
federation according to the programme of the 
Treaty of Peace concluded at Villafranca between 
the Emperors of France and Austria on the 11th 
July, 1859, will be as follows— 
STATES, ETC. 














of the Confederation. Area. Population. 
sq. m. 
Kingdom of Venetia 

(Austrian) ........ 9,216 2,493,968 
Kingdom of Sardinia .36,803 8,177,047 
viz.Piedm’t,etc, 19,237 4,590,260 

Lombardy . 8,331 8,009,505 

LofSardivia 9,235 577,282 
Principality of Monaco 58 8,200 
Duchy of Parma..... 2,382 . 499,835 
Duchy of Modena .... 2,332 ,604,512 
Grand Duchy of Tus- 

GIT cutee ce sees se 8,546 1,798,967 
Pontifical States ..... 15,883 3,124,668 
Regency of S’n Marino, 21 7,800 
Kingdom of the two 

Sicilies ...........41,019 9,117,050 
viz. Naples....31,120 6,886,030 

I, of Sicily, 9,899 2,231,020 
co” | 116,260 25,827,047 
And there is no reason 

why France should 

not become a mem- 

ber of the Confede- 

ration with the Ital- 

jan island of ‘“Cor- 

OP cctctécnesss) Gane 240,183 
Nor England with the 

“Maltese Islands”. 219 128,361 

119,810 26,196,591 





Mississippi Central Railroad. 

The Grenada Republican, of the 9th ult., says: 

The cars on the Mississippi Central Railroad 
have been running several days within two miles 
of this place. Track-laying continues to progress; 
the brick work across the river goes bravely 0D, 
and it is now thought, by those engaged in the a 
ferent departments of the work, that the cars wi 








eared to employ locOmotive power on the Whit- 
le branch, where the amount of'traffic'was so 


: 


shown in the following tables from 1863 to 1858—| 





enter Grenada about the Ist of September. ‘ 
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Journal of Railroad Law. 
Liasiuity oF Intersectine Routes 1x THE CAR- 
BIAGE oF Goons. 

(Concluded from our last.) 

We gave in our last week’s article four rules to 
assist in determining the question of the liability 
of intersecting routes for the safe carriage of goods 
over a distance covered by several independent 
routes. And we gave a report of two cases sus- 
taining and illustrating a part of those rules. We 
give to-day the two other cases promised, the rules 
then laid down being deduced from the four cases 
taken together. Our article, therefore, of to-day 
must be read in conjunction with, and as a conclu- 
sion of our article upon the same subject of last 
week, 


Ill. [Franxuin W. Hunt vs. Taz New Yorx 
AND Erte R. R. Co.] 

On the 5th of April, 1854, the plaintiff delivered 
to the Northern Indiana Railroad Company certain 
property to be forwarded to Bergen, N. J. On the 
3d of May the goods were received at the depot of 
the N. Y. & Erie R. R. Co., and on the 10th May, 
were delivered by the company to the plaintiff, he, 
at that time, paying the defendants for transporta- 
tion on their own road, as well as the charges for 
transportation on the other roads. The goods were 
injured by wet, but no proof was given to show 
where the injury took place, nor at what time. 
The evidence only showed by the opinion of a wit- 
ness that the injury had happened at least a fort- 
night previous to the delivery of the goods to the 
piaintiff. The Justice dismissed the complaint. 

InGRAHAN, F’, J.—The evidence was insuflicient 
to fix any liability upon the defendants. They had 
made no contract of transportation with the plain- 
tiff, and as carriers they were only liable for dam- 
age done to the goods while in their custody. 
There is no principle of law by which the defend- 
ants would be held liable for the negligence of 
other carriers who had previously been in charge 
of the plaintiff’s goods. It is not shown that any 
such damage was done while the goods were in the 
defendants possession ; on the contrary, where the 
evidence shows, as in this case, that from the ap- 
pearance of the goods, the injury had occurred, at 
least, a fortnight previous to their final delivery ; 
the fair presumption is, that it had happened be- 
fore the defendants received them—and the plain- 
tiff’s admission is proven that in his opinion the 
damage had not taken place while the goods were 
in the charge of the defendants. 

It is not necessary for the decision of this case, 
to inquire into the extent of liability of the com- 
pany with which the contract was made. If either 
of the carriers is liable for the whole route it could 
only be the one who made the contract for trans- 
portation. Those who subsequently received and 
forwarded the goods, can only be liable for dam- 
age done by themselves, and not for injuries oc- 
curring before the goods came to their custody. 
This point was discussed in Van Santvoord vs. St. 
John, 6 Hill, 157; Mallory vs. Burritt, 1 E. D, 
Smith, 284; and Erne vs. The N. Y. & Erie R. R. 
Company; New York Common Pleas, General 
Term, June, 1855, in all of which the liability of 
carriers is limited to injuries sustained while the 
800ds are in his possession, and not occurring after 
they had passed to the custody of otherg beyond 
the route for which the carrier is by law aythor- 
ized to transport them. Pee 





It is said the defendants received the freight for 
the whole distance, and, therefore, are responsible, 
but it is apparent from the receipt that they re- 
ceived such freight only as agent for the other 
lines, while the charge for their freight is separate 
and distinct from the other charges, 

Judgment affirmed. 


IV. [Bensamin Wine anp AnoTHER vs, THE 
New York anv Ente R. R. Co.] 

The opinion of the Court in this case was ren- 
dered by Jupce Brapy, and contains a full state- 
ment of the facts in the case, and is as follows: 

The plaintiffs delivered to the Buffalo, Corning 
and New York Railroad 144 barrels of potatoes, to 
be transported from Rochester to New York, at 
the same time paying the price of such transpor- 
tation. That road unites with the defendants 
road to Piermont from thence. The route of the 
defendants terminates at New York, although the 
terminus of their rail is at Piermont. No particu- 
lar arrangement exists between these companies, 
except that defendants deliver to, and receive 
freight from, the Buffalo, Corning and New York 
road at Corning, and have a fixed fare thereto and 
therefrom. 

There was no agreement of any kind between 
plaintiff and defendants proved, and no agreement 
limiting the liability of either defendants or the 
Buffalo, Corning and New York Company as com- 
mon carriers. The potatoes were received at 
Corning, as freight is usually received there by 
defendants, and when they arrived in New York 
were frozen. And it is alleged that they were so 
frozen by the negligence of the defendants, They 
arrived at Piermont on Saturday evening, Decem- 
ber, 1855; but the way bill of the car in which 
they were carried was not sent with it, or brought 
with it, and the potatoes were necessarily detained 
until it could be procured to ascertain their des- 
tination, They way bill was sent for, and was re- 
ceived on Tuesday following the arrival of the po- 
tatoes at Piermont. Whether the defendants, or 
the Buffalo, Corning and New York road, were re- 
sponsible for the omission to bring on the way bill, 
does not distinctly appear. The testimony is, that 
the conductor did not bring it, but whether that 
conductor was the servant of the defendants or the 
other company, is not stated. On Tuesday, the 
potatoes were put on the barge of defendants, at 
Piermont, to be sent at 4 P. M., of that day, to 
New York, and Mr, Kimball examined one barrel 
while the defendants were loading them on the 
barge. The potatoes in that barrel did not appear 
to be frozen, and the agent there told Mr. Kimball 
that a number of the barrels which had been un- 
headed, were not frozen. On Wednesday morning, 
at about 5 o’clock, that being the day succeeding 
the day on which the potatoes were put on the 
barge, they arrived in New York. Mr. Kimball 
saw them during the morning of that day, and they 
were frozen badly. 

It seems from this statement of the facts that 
the delay at Piermont was not the immediate 
cause of the damage to the potatoes, and justifies 
the conclusion that on their transit from that place 
to New York they were frozen. The defendants 
insists that they are not liable because there was 
no contract expressed or implied between them, 
and the plaintiff and that in any aspect of the case 
the Buffalo, Corning and New York road are alone 
responsible to the plajntiffs. But if jt should he 


poad, as far as made, 





held that they are liable directly to the plaintiff, 
then that they are so only for the omission of ‘due 
diligence in the delivery of the potatoes, there 
being no agreement limiting the time for such de- 
livery. And further, that the potatoes having 
been frozen, the loss resulted from the interven- 
tion of the vis majot, which, in any event, dis- 
charges them from inability. 

A great variety of questions growing out of the 
relations of the companies and the plaintiffs to 
each other Mave been presented by the appellants 
with great ingenuity, and discussed ably and elab- 
orately by appellant and respondent. It will not 
be necessary, however, to consider many of them, 
because the right of the plaintiffs to sue the de- 
fendants directly seems to be settled by several 
well adjudicated cases. (New Jersey Steam Nav- 
igation Co. vs. Merchants’ Bank, 6 How., N, 8, 
Rep., 380; Sanderson vs. Lambertson, 6 Benney, 
129; Green vs. Clark, 2 Kernan, 543 ; 2 Greenleaf 
Ey. section 210.) 

The potatoes were perishable and had been kept 
at Piermont nearly three days. They were not 
injured by that delay, however, and the attention 
of the employees of the defendants, or one of 
them, was called to both of these circumstances. 
When placed. on the barge, they were put upon 
the upper deck, which was enclosed, it was true, 
but there was nothing to prevent their being placed 
below deck. The only excuses offered for not put- 
ting them there are that they were put in the usual 
locality, and it would have taken some time longer 
to doit. The fact that they were perishable im- 
posed upon the defendants more than ordinary 
care and diligence as mere bailees, and the obli- 
gation to deposit them most securely against cold. 
That it would take longer to do it does not relieve 
them of the duty. The intensity of the cold cre- 
ated also the obligation of additional vigilance, 
and what was usual, has not the consideration. 
What was necessary to be done under all the cir- 
cumstances is the true criterion. ‘ The freezing 
of our canals and rivers has indeed been held such 
an intervention of the vis majot as excuses the de- 
lay of the common carrier by water. But still he 
is bound to exercise at least ordinary forecast in 
anticipating the obstruction ; to exert the proper 
means for overcoming it; and to exercise due dili- 
gence in accomplishing the transportation as soon 
as it ceases to operate. In the meantime he must 
not be guilty of negligence in taking care of the 
article detained.” (Bournan vs, Teall, 23 Wend., 
310.) ; 

We have no doubt that the defendants did not 
take the care which the law exacts from carriers 
in the discharge of their duties, and that as we 
have stated, the plaintiffs property was damaged 
by their negligence. 

Judgment affirmed. 





Sunbury and Erie Railroad. 

Good progress is making on the work at the de- 
pot grounds of this road in Erie; a freight depot 
is to be put up shortly. A locomotive for the pas- 
senger trains is expected at Erie in a few days. 
The work at the ‘‘ Sink Hole,” on the line of the 
road, near Waterford, will, it is expected, be per- 
manently surmounted in a few days. Immedi- 
ately thereafter the rails will be laid over it, and 
carried forward with all possible speed to Union 
Mills and Warren. When the former place is 
reached, a passenger, train will bo nearnboe 

Will compare fay ti 
any in America. 
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The Winans Steamer. 

This vessel made another experimental trip down 
the, bay on Saturday last, with the happiest re- 
sults, Every trip yet made has been in pursuance 
of a plan laid down in the beginning, looking to 
the accurate ascertainment of all the points in- 
volved in the novel principles in course of develop- 
ment, with a view to arriving, not at merely satis- 


an CCT Se COT pe tT 

The cash’ instalments for railway capital in 
England, for the month of July, are stated to be 
£2,148,000.. The enormous business of the leading 
English Railways is indicated by the annexed 
summary, over £261,000 for one week, equivalent 
to sixty-nine millions of dollars per annum for 
seven roads only : 





factory results, but at the very best results attain- Miles Equal to 
able under any possible state of circumstances. open. One week. per an’m 
The form of the vessel, the pitch of the screw, the| Great Western.......466 £35,900. $9,300 000 
number of the blades, their size and proportions, | Rastern Counties.....489 27,500 7,150,000 
theiapplication of steam, the quantity of fuel, the| Great Northern...... “983 ~=—- 23'100 7.000.000 
number of revolutions, have been all, intheir turn, | Lancashire .......... 290 27.800 7.700.000 
experimented on; sometimes giving more favora-| London & N. Western.810 71.500 18.600.000 
ble results, sometimes merely indicating the di-| \igiand .... .. “614 34000 8 840.000 
rection in which improvement was to be looked] North Eastern... 824 41.690 10,800,000 
oe It was one of these experiments, withaj = © “"""". sailidal 
change in the pitch of the screw, and looking to 7 

on mpenmption of foal. vipa was tried on Satur- wennerent morc a en 

ay, the vessel proceeding to Annapolis, and lyin ye ¥ 
for a short time off the Naval School. The tebule seirien “of Brenee.. aoa ard tse; 000 
was in every respect eminently satisfactory. A mole and L neabee 85000 22100 000 
uniform speed of fifteen miles an hour, carefully Parle = 4d Orlea: is ie 922 50000 13'000.000 
timed by the buoys, was attained with thirty-six Sate aad & spur 1,000 42 000 11000000 
revolutions per minute, the boilers working to SAT a te banio’ 788 50,000 13,000,000 
about one-third of their capacity; and it being, — Fury N W. Franee716 36.700  9°540.000 
. 9° ? , ’ 


even to the inexpert in these matters, apparent 
that they were playing with their work. As the 
experiment was mainly directed to the question of 
fuel, undor certain circumstances, no effort was 
made looking to speed alone, but quite enough 
was done to remove all doubt as to the ultimate 
and triumphant success of the principles involved 
in the propeller, and the power acquired to attain 
the maximum of speed in this new form of naval 
architecture. The results in a sea way are yet, ot 
course, to be tested.— Balt. American, Aug. 1. 





Safety of Railroad Traveling. 

Notwithstanding deplorable accidents occur on 
railroads, it is by far the safest of all kinds of lo- 
comotion. In support of this statement the fol- 
lowing quotation is made from the report of the 
English Railway Department : 

It appears that of 139,160,126 persons were con- 
veyed over 9,314 miles of railroad, only 51 passen- 
gers were killed, and 487 wounded. The servants 
of the companies appear to have suffered the most; 
181 of them were killed, and 101 wounded. 94 
persons were killed, and 18 wounded, who were 
neither passengers nor servants. Of the passengers, 
26 were killed, and~419 injured from causes be- 
yond their own control, while 25 were killed, and 
18 injured, from their own misconduct or want of 
caution. 

The same distinction is to be observed in regard 
to railway servants, many of whom are improvi- 
dent, and even reckless. In other cases, men have 
lost. their lives by imprudently walking on the 
rails, or falling down upon them when drunk, . In 
such cases, the Directors, of course, are exonerated 
from all blame ; but some circumstances are point- 
ed out in which they are culpable in not taking 
proper precautions at level crossings, from which 
negligence several deaths have occurred to persons 
neither passengers nor servants. Six such cases 
are reported by the inspecting officers during last 
year, and to prevent them in future, the report re- 
commends that all important roads should be 
crossed by bridges, especially if the traffic on the 
railway is of much importance. It is also noticed 
that many accidents have occurred to the railway 
servants while shunning trains ; in performing this 
eperation, 16 were kilied, and 7 injured, in the 
year 1858, they being either run over or struck. 
In this way, every fact is considered, and all that 
can be done by pointing out the causes of acci- 
dents, and suggesting intelligent remedies against 
their recurrence, is done by the English Railway 
Board of Engineers. 


Long Island Railroad. 

The work on the new track from Jamaica to 
Hunter’s Point, was commenced at the former 
place on the 25th, » It will be’ forward to 
completion with all possible Tat Bs 








3 there, and also in'P 








Seven roads....5,653 £342,200 $89,050,000 





Minot’s Ledge Light-House. 

The work has now risen to the height of thirty- 
eight feet above the original rock, and is, at pre- 
sent, an imposing object, though yet to go sixty 
feet higher. It is constructed of heavy blocks of 
granite, each dove-tailed into the other, in each 
course, laid in cement, and bolted together with 
heavy iron bolts. The courses are two feg in 
thickness, and up to the height of forty feet the 
work is to be perfectly solid (not with a well-room 
in the center, as some of the newspapers state), 
with a heavy iron post in the centre, firmly im- 
bedded in the original rock below. Above the 
forty feet, where the diameter will be about twen- 
ty-seven feet, are to be six apartments, one aboye 
the other, with the lantern, twelve feet in height, 
surmounting the whole. Its appearance is, and 
will be hereafter, that of an immense granite post, 
in mid-ocean, sustaining the lantern on its top. 
The view from the work, at its present elevation, 
is not materially different from that from a vessel 
in the same neighborhood. The sea was running 
pretty high at the time all around the structure, 
and dashing with some violence against its base, 
The iron shaft which comes up through the centre 
of the work, is used as a hoisting apparatus, and 
the American flag was waving from its top. The 
cost of the entire structure, with shore arrange- 
ments. complete, will probably amount to nearly 
half a million of dollars, The light-house, it is ex- 
pected, will be finished during the next year, and, 
as a work of science and skill, will compare favor- 


ably with any similar structure ever erected.— 
Boston Hill Aurora, 


Iron Rail for Street Railroads. 

At the last meeting of the Council, we saw a 
specimen of an iron rail which the use of street 
railroads has brought into market. It is designed 
to dispense entirely with wooden cross-ties, and 
can be put down at much less expense than the 
ordinary way. The rails are joined together and 
made continuous by means of a splice wedge in- 
serted in cleets about ten inches long, cast with 
the rail. Trenches are opened in the pavement, 
eighteen inches wide, and from eight to twenty 
inches deep, the bottom compacted by the use of 
the rammer ; and the rail put in. At ihe ends and 
in the middle of each rail, a block of plank, about 
ten inches surface, is laid crosswise of the track ; 
the gravel is then replaced, and the pavement 
closed in, The weight of the rail is from eighty 
to one hundred pounds per yard, and the cost per 
mile, when laid, from, $6,000 to $8,000.. This is 
the result of. the labors of Mr. 8, A. Beers, Civil 


Engineer of Brooklyn, N, Y., and is now in use 


elphia.— Cin, Gazette. 
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" "Grand Trak Rallway of Caliada. 
Resignation oF’ tHe Gente at’ MAwacer, 
We learn from the Montreal Pilot that Mr. 
GrorceE Rerru, who, some six months since, suc- 
ceeded Mr. Shanly in the General Management of 
this road, has resigned. The Pilot says: 


The cause of this resignation is not before the 
public; but, we believe, Mr. Reith, finding he 
could not carry things all his own way, thought it 
best to retire from an oftice, in executing the du- 
ties of which he found many difficulties. Mr, 
Reith is an Aberdonian; and left a very lucrative 
situation on the North of Scotland Railway to un- 
dertake the management of the Grand Trunk. He 
was engaged for a term of three years, at £2,000 
per annum sterling. He has consented to accept 
$4,000 in full of all demands against the company. 
Some of our contemporaries complain of this, but 
we think without cause. Mr. Reith came cut here 
under the impression that he could carry out any 
necessary reforms, and retrench and economise in 
every possible way. He did not know the elements 
he had to contend with ; nor anticipate the obsta- 
eles that have been thrown in his way. His re- 
commendation to reduce the salaries of the em- 
ployees, made him very unpopular among them; 
and the Directors refusing to carry it out, he found 
his efficiency for good impaired, and hence, we 
suppose, the step he took. In filling up the va- 
cancy thus created, we hope the Directors are sat- 
isfied by this time that there is talent enough in 
the country to do the needful, without resorting 
again to the other side of the Atlantic. On any of 
the home railroads we have no doubt Mr. Reith 
would have managed admirably, and been well 
sustained. Here, a man has to serve an appren- 
ticeship in the country before he can creditably fill 
any situation—so as to get acquainted with its cus- 
toms, and the character and habits of the residents 
in it. We do not think the company could do bet- 
ter than promote to the vacancy the present assist- 
ant manager, Mr. Henry Bailey. He has been a 
faithful servant of the company ever since the line 
was opened; and is as great a favorite with the 
employees as with the public at large. Under Mr, 
Bidder he could not have been so long without ac- 
quiring a vast amount of practical knowledge ; 
and the department in which he has always acted, 
is the very one that now wants ahead. We trust 
to see Mr. Bailey in that position. It would bean 
encouragement to other officers to industry and 
perseverance; and a fitting reward to deserving 
merit. If Mr. Bailey cannot, creditably to him- 
self, the company and the public, fill the office, we 
venture to say no one else can. The Directors 
should take his services into consideration; ard 
reward him as we have said. New importations 
are not only expensive but useless. They are lux- 
uries for which the stockholders have largely to 
pay, and by which they derive anything but a pro- 
portionate amount of good. Experience, if dearly 
bought, is sometimes very beneficial ; in this case, 
we sincerely hope, so it will turn out. 





Railroads in Missouri. 

Missouri has loaned her credit to her railroads 
to the extent of $20,101,000, and has agreed to is- 
sue bonds to the further amount of $4,849,000. 
This we learn from the Auditor’s Report under the 
date July 18th. The table below exhibits the 
amount of credit granted to each road, and the 
amount drawn to that date. The State debt proper 
is $602,000. This, and the amount granted to 
roads, $24,950,000, leaves of the $30,000,000 limit 
$4,448,000 unapplied. 


Name of Amount au- Amount Amt re- 

Company. thorized, Issued. maining. 
H. & St. Jos. RR.$3,000,000 3,000,000  ...... 
Pacific R, R. Co. 7,000,000 7,000,000 ...... 
S.W. Br. Pac. Co. 4,500,000 1,900,000 2,600,000 
N, MissouriR.R. 5,500,000 4,250,000 1,150,000 
St. Louis & I. M. 3,600,000 3,501,000 99,000 
Cairo&Fult.Co. 650,000 850,000 300,000 
Platte Vall.R.R, 700,000. = ...... 700,000 





$24,960,000 20,101,000 4,849,000 
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OPERATING AND REPAIRS 


"New York Contral Railroad. 


EXPENSE FOR MAY, 1859, 


Albany Troy Eastern Middle Western Total 
SPECIFICATIONS. Division. . Division. Division. Division. Division. Road. 
(17.0m.) (208m.) (130.4m.) (183.8m.) (315.6m.) (667.6m. 
Total Number of— 
Miles rae. s6i eee. ei. 52,279 9,178 75,292 80,637 120,058 337,439 
Engines on Division... .... 37 7 50 55 63 212 
Cords of wood consumed .. 1,456 174 2,003 1,851 2,462 7,946 
Pints of oil used.......... 2,815 539 4,403 3,288 5,262 16,307 
Number of— 
Cars drawn ..... Po ee ch 10,732 2,091 Not stated. 9,235 i”: eee 
Trips made by engines .... 694 262 Do. 815 ie 8 86=—.i‘é Kw ea 
Cars(aver.) drawn each trip 15% 8 Do. lly Ge a: wo oveneea 
Cost ($) for— 
EE: Foes. atiac 440 se00xs. CRUE 609.88 7,010.50 6,480.25 8,617.00 27,812.76 
Oil, lard and waste ........ 427.54 73.10 611.83 559.19 638.67 2,310.33 
Engineers, firemen, etc..... 2,743.53 630.33 3,120.13 4,077.08 6,261.26 16,832.53 
Labor for repairs ......... 1,279.70 117.37 1,820.06 2,510.92 2,693.12 8,421.17 
Materials for repairs ...... 1,353.86 25.45 1,521.75 1,374.29 1,838.63 - 6,113.98 
Total (running and repairs) 10,899.76 1,456.13 14,084.27 15,001.73 20,048.68 61,490.57 
Average number of — 
Miles run by each engine.. 1,58 1,310 1,637 2,067 2,001 1,719 
Miles run tol cord of wood 35.9 52.6 37.5 43.5 48.7 43.6 
Miles run to 1 pint of oil .. 18.6 17.0 17.1 24.5 22.3 19.9 
Average cost (cents) per 
mile for— 
WOO icv etled cult cacekcved 9.75 6.65 9.31 8.03 7.18 8.19 
Oil, lard and waste........ 0.32 0.79 0.81 0.69 0.53 0.64 
Engineers, firemen, etc. ... 5.25 6.37 4.14 5.06 5.22 5.22 
Repairs (labor & material) 5.30 1.56 4.43 4.82 3.7 3.98 
Total (running & repairs) . 20.85 15.37 18.70 18,60 16.70 18.04 





Running Roads by Conutract—the Philadel- 
phia, Wilmington and Baltimore R. R. 
We remember when S. M. Feurton, Esq., was 

placed at the head of this road, the difficulties 

which were thrown in his way; and the censure 
which his efforts to reform the then extravagant 
system of working the road, brought upon him; 
and we should not be at all surprised if his estab- 
lishment of the contract system had its origin in 
these very difficulties. No man who has not un- 
dertaken to reform abuses, where a large number 
of operatives has to be managed, knows what her- 
culean effurts are necessary; and not one in a 
thousand succeeds in eradicating them. Mr. Felton 
resorted to the only remedy which could prove ef- 
fectual, and it must be extremely gratifying to his 
friends, to know that these efforts have placed 
him in the very front rank among the numerous 
railroad Presidents of the country. The services 
of such a man to such an extensive corporation as 
the Erie Railroad Company, would, could he bring 
about the same results that have attended his ef- 
forts here, be worth millions of money. And that 
he could do it we do not doubt. He has not thus 
distinguished himself by stinting labor and grind- 
ing down the workmen; but by paying well for 
extra efforts in perfecting the machinery of the 
road, and imparting to every man an incentive to 
turn his undivided attention to his duty ; and thus 
have accidents been avoided, and one of the hard- 
est roads in the country to manage without acci- 
dent, been made as free from danger as the one- 
horse carriages of our freat grandmothers, Mr. 

Felton is one of the most liberal Presidents the 

road ever had ; and we presume from the statistics 

with which the late reports of the road have been 
filled, that he has expended more money upon 
mental efforts to produce reform than any other 

Railroad President in the United States; and 

should other roads be thus led to adopt successfal- 

ly the system he has so effectually proven to be 
the safest and best for his road, he will be entitled 
to be held in the light of a public benefactor.— 

Wilmington, Delaware Gazette. 





Platte Valley Railroad. 

At a late meeting of the Board of Directors of 
this road, the following officers were chosen : 

Wm. Osborn, President; Richard A. Parke, 
Secretary and Treasurer; John S. Kellogg, Audit- 
or; and John Severance, Chief Engineer. By- 
laws were adopted, and the President authorized 
to let the whole or a portion of the road. 





City Railroads in Cincinnati. 

The City Council of Cincinnati have awarded 
the right to construct railroads through the streets 
of that city. The Commercial, of 30th ult., says: 

Routes Nos. 1, 2, 4 and 5, were all awarded upon 
the same terms, viz: to pay an annual license of 
$30 per car, one cent per passenger, and to issue 
25 commutation tickets for one dollar. ‘There 
were no bidders originally for Route No. 3, but 
last night Wilson & Co. were allowed to withdraw 
their bid for Route No, 2, and to enter a proposi- 
tion for Route No. 3, viz: to pay $25 license, per 
annum, per car, and after the expiration of ten 
years to pay half per cent. per annum per passen- 
ger carried. This route is regarded indifferently, 
but the yoke imposed upon the company is light. 

The securities offered by each are good, and the 
ratification of the contracts will probably be re- 
corded at the next meeting of the council, Each 
company is obliged to begin the construction of 
its road within thirty days after the contracts are 
ratified, and to complete them within twelve 
months. 





Steam on Red River. 

The St. Paul Pioneer says that the steamer Ans, 
Northup, which has already made one trip from 
Fort Abercrombie to Fort Garry, has. been pur- 
chased by a new company, and will, after the 1st 
of August, make weekly trips to and from Fort 
Garry, connecting, at the American terminus on 
Red River, with the coaches of the Minnesota 
Stage Company, thus opening regular communica- 
tion by steamboat and stage between St. Paul and 
the British colony on Red River. On his recent 
visit to St. Paul, Sir George Simpson contracted 
with the owners of the Ans. Northrup for the 
transportation annually for five years of 500 tons 
of freight between St. Paul and Fort Garry. The 
district of Hudson’s Bay Company territory, in- 
tended to be supplied by way of St. Paul, com- 
prises the Red River Valley and the valleys of the 
Saskatchewan and its branches, 


Directors of the Genesee Valley Railroad. 

At the election for Directors of that road, held 
in Mt. Morris, the following persons were elected : 

Directors—Henry P. North, E. R. Hammaitt, 
John R. Murry, Hiram P. Mills, Chas. H. Carroll, 
George Hastings, Geo. S. Whitney, Henry Swan, 
Harvey Woodford, Henry E. Rochester, Wm. Kidd, 
M. F. Reynolds, Samuel Wilder. 
| Inspectors of Election—Reuben §lgeper, Chas. 
L. Bingham, Norman Seymour, Jr. 











For the week ending. 1, 1859. 
saurelers Per cent, “*~’ 
Little Miami, Ist Mort. . .-2-....\-0-4-i468....84 and int, 


Covington and Lexington, 2d Mortgage.. 7s....53 
Do. do. Tecome .. -..- 105....123¢ 

Ohio & Miss, ,B. D., Construction... .... 78....23 

Cinc., Ham. and Dayton, 2d Mortgage .. 7s8....86 

Indianap. & Cincinnati, do. do. -+ 76....83 
Do, do. Dividend ..... ......80 

STOCKS. 
Cincinnati, Hamilton & Dayton ..-.............- 6414 


Columbus.and Xenia. ...................2.....82 
Indianapolis & Cincinnati.....-..........-.....52 
Little Mintel ..c0 2c0< cance accaccn ccencnnce dense Ge 





Railroad Earnings. 
The traffic of the Great Western Railway of 
Canada for the week ending July 22, 1859, was 





as follows: 

PasgeenQUes |. ccc covece cceedt's wees $17,495 71 

Freight and live stock .... 2... ...... 7,921 41 

Mails and-sundries .... 2... cece cece ce 1,460 49 
Tele is caiwens one oteriiewes » +0+$26,877 64 

Corresponding week of last year ..... 31,556 74 


ssesee - $4,679 10 
The receipts of the Grand Trunk Railway of 
Canada for the week ending July 16, 


WES <5 33''es'00 s cecese cases damaneneee 
Week ending July 17, 1858 .......... 36,682 17 


Decrease.... ... 


EnePeasO ss cas vo cass cecc coun ee Gf 
Total traffic from July Ist ..... .... ..$90,550 19 
Same period last year. .............. 88,905 60 


eoccee - $1,644 59 


The earnings of the New York and New Haven 
Railroad for July, 1859, were :— 


Increase .... ..... 


ey $100,319 94 
Vow Breignts ooo... sy 4nc0 ce. cones6enn a RE Oe 

REE BRS Ea Bete by $112,569 94 
Less due other roads. ............. - 982,341 51 


Leaving .. 0. e.00 sees veee «+ - $80,228 43 
Do. for July, 1858. 63,972 68 


TNGPORGC isc ise vec ded s'00 de'cccs GEOR TE 

The.earnings of the Hudson River Railroad, for 
July were :— 

1859 


oo eee $125,304 57 


Le ee ee ee 
TRONGNEN Sec ccaaaeae cuue eoee . $10,573 34 





Cumberland Valley Railroad. 

Eight hundred thousand dollars worth of theold 
stock of the Cumberland Valley Railroad, which 
was owned by citizens of Philadelphia, has been 
purchased by the Pennsylvania Railroad Company. 
As every share of this stock has a vote, its new 
owners will have control of, and will hereafter 
manage the affairs of the Cumberland Valley, and 
of course will require our forwarding men to run 
their freight cars to Philadelphia on the Pennsyl- 
vania Central, instead of the Lebanon Valley, as 
they do at present. It is supposed that new offi- 
cers will be selected to manage the Cumberland 
Valley road, and new energy employed in con- 
ducting it— Harrisburg Patriot. 

This road is 52 miles long. It extends from 
Harrisburg to Chambersburg. By its last bal- 
ance sbeet, it cost $1,292,326, and earned net in 
1858, $79,372—equal to 6.47 per cent. upon its 
cost. 





Springfield, Mt. Vernon and Pittsburg Road. 

We learn from reliable authority that a contract 
for the purchase of the iron for the completion of 
the Springfield, Mount Vernon and Pittsburg Rail- 
road has been perfected in England, and that it 
will be shipped about the lst of August, This is 
the road running from Delaware, Ohio, to Mount 
Vernon, to Gambier, and so Rasterly, crossing thg 
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line of -the-Oleveland and Zanesville Road, 
Millersburg, its present epee: -of completion.— 
Mount Vernon (0.) Banner 


Locomotive Department on the Illinois Cen- 
tral Railroad. 

The cost per mile of running ‘and maintaining 
the Locomotive Department of the Illinois Central 
Railroad for the month of June, was as follows : 
No, of miles run..... --+- 180,579 
Average No. of cars per train......... 8.78 





eee eeee cose 


Lbs, waste U8ed .... cece cece cece ceces ” 20045 
SEROLDIL 227). ncns cons coowse sides’. ' 1,466 
Cords of wood used. sass aSSAR ERNE 8,491 
a) a oe meee binnts 815.50 
Wages of engineers and firemen....... $7,145.75 
Repairs of engines.... .... ..+. ..2..- 10,077.04 
Value of waste, tallow, and oil........ 1,397.24 
Value of wood and coal.... .... ...... 16,235.63 
Cleaning engines.... .... .... sees see 1,185.30 
Total Cost.... 0.2. see cece seve» $30,010,96 
Cost of oil, waste, and tallow, per mile.. 77 
“- woodandcoal = “  ...... » 8.99 
Wages of engineers and firemen “ ...... 3.96 
Cost of repairs vaaebetioe 91 tie 5.38 
“cleaning eu véeenet OF 
Total cost per mile .... .......2. cecece 19.94 
Average miles to pint of oil.... 1... se0e woe 15.50 
wa EE SE 0565 5580,00%05 43.81 
" ” BOF DOR)... op. cons weniisnx 34.53 
Estimated WRENS OF WOOT. c 00.0009, 0000,00p00n 1 Mer 
MEE sm = cubebe addivcbind Mak 2.10 


Samveu J. Hayes, Supt. of Machinery. 








American Railroad Journal. 





Saturday, August 6, 1859. 








Analysis of Railroad Reports. 

An analysis of the reports of railroad companies, 
for the purpose of showing the comparative rates 
at which the different branches of service are per- 
formed by different roads, would be interesting 
and instructive, could the necessary data be ob- 
tained, or could such as are given in the published 
reports be at all times relied on. There is a great 
lack in both particulars. Take the track of a 
railroad for instance. There is a regular per- 
centage of wear or depreciation each year. But 
hardly a single company pretends to give any esti-_ 
mate as to its amount, or appropriate an equal 
sum for the purpose of making it good, whether 
the same may be required for present or future 
emergencies. With new companies this is espe- 
cially the case. Their iron and equipment being 
new, can be run for several years without exten- 
sive addition, or repairs. Without making any 
provision for the wear and tear constantly going 
on, every cent not actually required year by year 
in keeping the trains running, is appropriated for 
dividends or interest. This goes on till the iron 
and equipment is so far gone as to require a 
thorough renewal, which with other extraordi- 
nary expenditures, absorb the entire earnings, 
leaving nothing for dividends, and often nothing 
for interest—thus rudely awaking the unlucky 
stock and bondholders from their fancied security, 
So when roads have been well maintained by ex- 
traordinary expenditures, then arises a commer- 
cial revulsion which destroys, or greatly reduces 
their business, A corresponding reduction of ex- 
penditures is made to appear in their published 
reports. But these we fear either do not give ac- 
curately the expenses actually accrued; or if 
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road and its machinery is so reduced that both 
are neglected and allowed to run down, to be 
brought up again by extraordinary expenditures, 
largely increased from the very fact that they 
were not made at the right time. As an illustra- 
tion, we give the following statement showing 
the cost of repairs of locomotives on the Michigan 
Central Railroad for the past five years and also 
the cost of fuel, and of oil and waste for the same 
period. 
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The above statement is an extraordinary one 
both for the high cost of repairs, fuel and oil, and 
for the remarkable difference in the amount ex- 
pended therefor in different years. In 1855, the 
cost of repairs of machinery equalled 15.15 cents 
per mile. In 1859 the cost of repairs was only 
6.07 cents per mile, or two and a-half times less, 
So with wood. The cost of fuel, per mile run, in 
1856, was 16.26 cents, in 1857, the year following, 
6.67 cents, or two and a-half times less! The 
difference in the amount of oil used for different 
years is equally great. But the saving in fuel for 
seven months of 1857 was much greater than that 
stated. 

The Report of 1857 states that the company 
ran 814,781 miles during the past seven months of 
that (fiscal) year for $24,332; or at the rate of 
2.98 cents per mile. This statement to be sure is 
an inference, but a necessary inference from the 
Report, The total cost of wood used for the 
year was $86,006. For the first five months of 
this year, the Report tells us that to run 473,264 
miles. wood of the value of $61,674 was used. 
This sum deducted from the cost of the wood 
used for the year leaves $24,332 for the last seven 
months, in which the trains were run 814,781 
miles. 

Now are we to accept the statements of the com- 
pany as presenting a true account of the cost of 
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-. Did it cost the company 12.59 cents for 
repairs ‘of locomotives for 1858, and only 6.07 for 
repairs in 18592? If so, is the last, or the first 
figure, to be the standard for the future? Can 
$100,000, and more, be saved each year in repairs 
of locomotives alone? If so, here is the begin- 
ning of a dividend for the stockholders, of nearly 
two per cent. on all the stock issued. So with 
wood. Can the cost of this article be brought 
down to 6,07 cents per mile, instead of 16,262 If 
so, here is $150,000 more for the stockholders,— 
making 444 per cent. for them in these items 
alone. A corresponding saving was effected in 
oil and waste, in 1859 over 1858, the cost of 
these articles being reduced to 2,08, instead of 
4.40 cents per mile. In this small item $32,000 
was saved, 


We take it, however, that the figures copied do 
not, unfortunately, express the actual state of af- 
fairs for the year when the extraordinary savings 
were claimed to have been effected. We suppose 
that there was not used on the road in 1857, wood 
of the value of $273,000, and in the following 
year, of the value of only $86,000. The explana- 
tion for the wide difference we do not presume to 
accountfor in any otherway than that the extraordi- 
nary falling off of receipts compelled the company to 
cast about them to see if corresponding reductions 
could not be made on the other side of the ledger. 
The charge for wood for the previous year was 
docked $157,000: the cost of machinery $90,000 
for the succeeding year. Some reduction, of 
course, would be made for reduced mileage and 
for a better economy which individually prevails, 
but over and above this a portion of the difference 
must have been arbitrarily stated to meet the 
emergency. If 6.67 cents per mile were sufticient 
to keep the engines in wood for 1858, certainly 
there must have been a great waste in 1857, when 
it took 16.26 for the same duty. So with locomo- 
tive repairs, We cannot imagine how, with good 
management for previous years, the cost of repairs 
could have been reduced in a single season 60 per 
cent. Such reductions were not probably made, 
either in wood or repairs; and the amounts given 
do not express the rates at which, for the future, 
the same kind of service is likely to be performed, 
although we think it possible that with the system 
now at work on the Philadelphia, Wilmington and 
Baltimore railroad, the cost of repairs of engines 
on the Central might be reduced to 6.07 cents per 
mile run. The cost of wood should be perma- 
nently brought down from 12.73 to 8 cents per 
mile run. No road is better situated than the 
Central for cheap fuel. The New York Central 
are now running their trains at about the latter 
rate. 


There is an omission in the late report of the 
Michigan Central wortby of note. In the preced- 
ing reports are statements showing the amount of 
material on hand at the close of each year. Such 
a statement is an important item of evidence to 
show whether the road has been allowed to run 
down, and whether the current expenses have 
been reduced by consuming the supplies on hand, 
instead of purchasing new. The omission may 
have been accidental, though the circumstances 
are against such an inference. 


The cost (including that of the steamboats 
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earnings and expenses for six years past have 
been as follows: 








Current 
ex- 
penses. 
$908,944 
1,885,627 
1,571,817 
1,872,894 


Net 
earnings. 
$675,468 

879,656 
1,228,625 
1,288,993 

527,358 


Cost, Gross 
earnings. 
$1,579,412 
2,215,283 
2,800,442 
3,161,887 


Years. 





1854 .. 
1855 .. 
1856 .. 
1857 .. 


$9,272,947 
10,644,027 
11,418,172 
12,160,715 


1858 ..|13,158,957| 2,417,915|1,890,557 
18,158,957 


1859 .. 1,888,129}1,072,782| 765,397 
~~ 169,818,575] 14,013,068) 8,647,571|5,365,497 

Increase of capital account in six years, $3,886,- 
012. 

Ratio of expenses to net earnings, 613 per cent. 

The expenses for several years were undoubted- 
ly largely increased by the high speeds at which 
the road was run in connection with the Canada 
and New York Central lines. For the future the 
road is not likely to suffer so largely from similar 
causes. 























New Jersey--Railroad to Boonton. 

A railroad following the valley of the Passaic, 
connecting with Paterson, and, perhaps, with 
Newark, and extending to Boonton, or, rather, 
to the Morris and Essex Railroad, three miles 
west of that place, has long been a mooted project. 
There now seems good reason for believing that it 
will speedily be realized. There is an interest to 
be benefitted by it, sufficiently large to justify the 
undertaking, and to furnish means adequate to its 
construction and support. The line to be built 
runs through a very excellent farming country, 
while the valley of the Passaic is studded with 
manufacturing establishments, which require, and 
would contribute largely to the support of a. rail- 
road. Upon the river is a vast amount of water 
power still unused. The Iron and Nail establish- 
ments at Boonton employ 500 operators, all males, 
who form the nucleus of a village of 2500 people. 
At this place the entire process for making nails 
is performed. The ore being converted into pig ; 
the pig into puddled iron; which is rolled into 
plates, and cut into nails—all almost under the 
same roof. At this place 30,000 tons of coal are 
@onsumed annually. It is three miles from 
Boonton to its nearest point on the Morris 
and Essex railroad. The extension of the 
latter road from Hackettstown to Easton, which 
is soon to be undertaken, and the constructien ef 
the road proposed, would bring the whole valley 
of the Passaic into direct connection with the 
coal fields, and afford a uniform supply of coal 
the year round. Paterson must consume 75,000 
tons annually. Indeed, there would seem to be 
no want of an ample business, should the road be 
built, The proximity of the territory traversed 
to New York City would render all its products 
immediately available, and would afford a lucra- 
tive business, as experience has proved to be the 
case on other roads running into New York. 

A few days since a party of gentlemen number- 
ing some 35, the major part of them being leading 
Citizens of Paterson, made an excursion over the 
line of the proposed road as far as Boonton. The 
trip fully confirmed them in their previous opinion 
as to the feasibility of the route and its business 
capacities, and must have been an important step 
in raising the necessary means. The party re- 
turned home highly pleased with their excursion, 
and determined to make it the commencement of 
active operations on this important enterprise, 


An organization of a company is to be effected 
immediately, for which a charter has been ob- 
tained. This is to be followed by an effort to 
raise the means necessary to its construction... As 
the railroads of New Jersey have; with one excep- 
tion, proved successful undertakings, and as no 
roads of a similar character promised better re- 
sults than this, and as there are ample means in 
and upon its line for its construction, we regard 
this event as certain at an early day. 





Tredegar Iron Works. 

In our last issue we referred to the Tredegar 
Iron Works, an establishment capable of manu. 
faciuring a greater variety of articles than any 
ouher known to us. 

In the manufactory and delivery of locomotives 
and other machinery, this company possess pe- 
culiar advantages, inasmuch as a locomotive built 
by them, can be run through on the railroads, at 
very small cost, to any portion of the southern 
country, even as far as New Orleans, when the 
Mississippi Central road is completed, which will 
be very soon. The manufacture of locomotives 
and other machinery is under the supervision of 
THATCHER PERKINS, Esq., a gentleman probably 
possessing as much information on that subject as 
any known to us, having for many years been the 
able master of machinery on the Baltimore and 
Ohio Railroad. 


New York and Erie Railroad. 
We copy the following in relation to this read 
from the New York 7imes of the 30th ult. : 


The shares and bonds of the Erie Co, are, (as 
they have been for some days past,) held rather 
firmer under a quiet impression, which is gaining 
ground among the old friends of the line, that 
something effectual will be done to oust the pre- 
sent executive of the company at the October elec- 
tion, if not sooner. It is intimated to us, to-day, 
from a well-advised source, that a majority of the 
present Directors are heartily tired of the misrule 
of Mr. Moran, and the demoralization to the credit 
and business of the line, which his ill-advised and 
blindly obstinate course, for nearly two years, has 
brought upon this great property. And we under- 
stand that these gentlemen—in view of the early 
fall business which promises to be a remunerative 
one, but which, to be properly inaugurated, must 
be taken hold of earnestly, and under whatever 
change of policy is to be made, before the annual 
meeting of the stockholders can ensue, and, if pos- 
sible, before the opening of the fall business—have 
determined to take the control into their own hands. 
That they have deferred too long to the rule of Mr, 
Moran—which by common consent has proved a 
dead failure, practically and financially—they now 
feel well satisfied, as they should have been, and 
acted upon the conviction, longago. And without 
seeking or meaning to court their own re-election 
in October, we hear that they mean to insist upon 
a series of reforms—beginning, perhaps, with the 
$25,000 salary of the President—and of other prac- 
tical measures, with the purpose, first to infuse, at 
least and at once, some show of Jife to the prostrate 
credit and dishonored obligations of the company 
— including even the first moitgage of $300,000— 
and to place the executive management of the 
property itself in a position and under a control to 
command the portion of the business of the country 
which should of right belong to it. And the sug- 
gestion is certainly not an untimely one, since it 
involves little or no difference of opinion among the 
old friends and creditors of the line, outside the 
Board, that if a new policy can possibly be initiated, 
in anticipation of the Fall business, the sooner the 
better. The delay until after the election would, of 
course, be in the highest degree injurious, and we 
are pleased to hear that a majority of the present 








Directors begin at length to feel it to be so, since 


it would involve continued demoralization and 
confusion on the line through fall six or eig 
weeks of the most 3 
may as well add that the utmost confidence is not 
yet felt in the back-bone of these gentlemen, after 
having been so long passive under domineering 
misrule and lamentable discredit, but we hear to- 
day that their pluck, as well as sense of duty long 
neglected, ts actually rising. 





Worcester and Nashua Railroad. 
The earnings of this road for the fiscal year 
ending November 30, 1858, were: 





From passengers ........ Daas conace eae 
Sr. eM. sai. Lessa ble Sbs TSA 92,043 72 

* mails, express and rents....... . 7,578 19 
$185,127 65 


And the expenses were :— 
Fuel ...... . «++- $20,801 91 





Repairs of road ......... 19,026 99 
Do. locomotives... 6,492 41 
Do. , CBB anes cesci9e 5,261 67 
Do. __ b’ld’gs, bridges, 
CUB. Vecngesd 6,081 62 
Passenger expenses ...... 13,042 07 
Freight do. ...... 13,849 17 
General GOs seceid 10,676 62 
Miscellan’s do. ...... 6,045 82 
101,278 28 
Leaving net earnings.......... $83,849 37 
Less interest paid......... $11,285 31 
“ dividends “ .......-. 60,888 00 





72,123 31 





Balance of earnings of the year.. .... $11,726 06 


Surplus net dividend last year ....... 32,618 88 
Total Gu hG <3. 5.45 catnip ceneed $44,344 94 
Compared with the previous year, the expenses 
show a decrease of,..... idde«o cacasatee ae 


And the earnings a decrease of....... 22,200 96 


Showing a net increase of...... ..$2,311 20 
The debts of the company, as per annexed 
statement, are $231,210; and the assets $87,657 
31—showing liabilities over assets to the amount 
of $143,552 69. 
GENERAL STATEMENT. 








Constrietion: 22605 csésseice die ti $1,328,897 63 
Castrui ccssicivs eee. ++. $28,678 31 
Bills receivable ........ 1,012 95 
Wodd fete 4 io eccdceis 6,171 84 
Lumber ............-.. 8,006 64 
Sundry accounts ....... 1,555 97 
Materials ...... cece ss 47,231 60 

87,657 31 

$1,416,554 94 

Canliel Maer 10). 5258. ess See thas $1,141,000 00 
Bonds due May 1, 1860. .. $200,000 
Unclaimed dividends...... 766 
Dividend due Jan. 1, 1859. 30,444 

—— 231,210 00 

Reserved Income 's 66 se 6. Sse d él ee 44,344 94 

$1,416,554 94 


The officers are: 

Gso. T. Rice, President. 

Gro. W. Bentuzy, Superintendent. 
T. W. Hammonn, Treasurer. 


Interest and Dividends. 


nois, due Aug. 1, issued to the Rock River Bridge 
Company, will be paid on presentment at the of- 
fice of Halsted & Gilman, bankers, No, 47 Ex- 
change Place. The coupons due August 1, on the’ 


Indiana Railroad Company, will be paid on pre- 
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The coupons of the City of Rock Island, Ili- 
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Extended Income Bonds of the Bellefontaine and 


sentation'at the American Exchange Bank, ~The, >». 

















annual’ dividend of 34¢ per'cent., payable’'16th 
inst.  ~ 

The, Marine Bank has declared a dividend of 3 
per cent. payable 8th inst. The half-yearly divi- 
dend of the Ocean Bank is 344 per cent. payable 
Aug. 10, The Long Island B’k has declared a semi 
annual dividend of 5 per cent., payable on demand, 
The Bank of the Republic, a semi-annual divie 
dend-of 5-per cent., payable August 8. The 
Bank of ;the Manhattan Company has declared a 
semi-annual dividend. of 5 per cent., payable on 
the 16th inst.; the Oriental Bank 344 per cent., 
payable on the 10th inst. 

The City Fire Insurance Company has declared 
a dividend of $7 per share, payable on the 9th 
inst. The New York Life Insurance and Trust 
Company, a semi-annual dividend of 5 per cent. 
on the capital stock of the Company ; also a sur- 
plus dividend of 5 per cent, The Irving Fire In- 
surance Company has declared a semi-annual divi- 


dend of 7 per cent., payable on demand. The 
St. Marks Fire Insurance Company has declared a 
half-yearly dividend of 10-per cent. 





Illinois Central Railroad. 

Mr, Cobden who-while in this country recently 
made a careful examination of the Illinois Central 
Railroad, in which he is largely interested, has 
addressed: the following letter to the foreign 
agents of this road. 

The letter appears to have produced a much 
improved confidence in the shares as well as the 


bonds of the road: 
Lonpox, July 5, 1859. 

Messv's. Robert Benson § Co., Gresham Houee. 

Dear Srrs:—On the occasion of the visit 
which I lately. paid on my own account to the 
United States, many of the shareholders of the 
Illinois Central Railroad Company forwarded me 
their proxies through your house. I think it only 
an act of courtesy to send a few remarks upon 
what fell under my observation, leaving you to 
deal with this letter as you may think proper. I 
shall‘not go into any details respecting the statis- 
tics, finances, etc., of. the concern, which may be 
found accurately stated in the last annual report 
of the directors, and in the reports of Mr, Fisher, 
and of Messrs. Wheeler ‘and Smith. I paid two 
visits to Illinois, had free access to every depart- 
ment of the land office and the railway, traveled 
over every mile of the line by daylight, and made 
several.excursions into the interior among the 
farmers.’ The railway appeared to me to be under 
the management of competent and trustworthy 
persons; but I have had no practical experience 
in railroad matters, and therefore my judgment 
could add little weight to what has been said by 
others.) I,was told there is rolling stock ready 
for double the present traffic, and Captain McClel- 
lan, the Vice President, was looking forward to 
the result of the present harvest, and to the open- 
ing of the through line of railroad to New Orleans 
for a large increase in the earnings during the en- 
suing autumn. I have no doubt that in a few 
months his expectations will be realized, but in 
the meantime, it would be useless to speculate on 
the matter. My attention was directed principal- 
ly to the land department, which constitutes the 
peculiar feature and the chief value of the under- 
taking,. The company.had a grant of about 2,- 
600,000 acres of land, bordering on the railroad, 
of which nearly one-half has been sold on credit 
to emigtants, and the most important question for 
the shareholders is, ‘‘Will this land be paid for ?” 
On inguiry, 1 found that the settlers amounted in 


| the railroad and.the stations. . This,cireumstance, 
, together with the improvements which had taken, 





place—such as the breaking up and fencing the 
land, and the erection of houses or other buildings 
-~had certainly added ‘fifty per cent. to their 
value. » There seemed, therefore, to be no reason- 
able motive for quitting the land. On looking 
over the correspondence in the Land Office during 
the past year—which has been a period of great 
suffering in Illinois and the whole north-west of 
the United States and Canada, owing to a calami- 
tous failure in the crops in 1858—I found that 
the settlers, almost to a man, expressed anxiety 
to remain on their Jand., and while asking, as 
they did in the great majority of cases, for an ex- 
tension of credit, they promised to fulfil their en- 
gagements after they had gathered in the ensuing 
harvest. On inquiring from those who had the 
greatest experience in selling Jand in Illinois, I 
found them unanimously of opinion that the com- 
pany’s land would be paid for. Not so much im- 
portance seemed to be attached to the punctual 
payment of promissory notes given for land as to 
the regular discharge of the interest; while the 
most essential condition of all was, that the pur- 
chasers should be occupying and improving the 
land, which under such circumstances was esti- 
mated to double in value in five years. I may add, 
that: it is the deliberate opinion of the gentlemen 
at the head of the Land Department in Chicago, 
that not 3 per cent. of the company’s settlers 
would throw up and abandon their purchases. 
The only question then remaining was, whether 
these farmers, who were generally men of small 
capital, would have it in their power to pay for 
their farms? The terms on which they were pur- 
chased allowed five years for payment, in instal- 
ments of 20 per cent. I was told that upon soil 
so rich as to require no manure jor many years, 
and where no outlay of capital or labor was ne- 
cessary for clearing the forest or removing any 
other obstruction from the surface, it was easy, 
with ordinary seasons, for the farmer to raise 
enough produce to pay for his farm in five years. 
The greater part of the Western lands had, I 
found, been purchased out of the proceeds of the 
labor of the immigrants, who had generally start- 
ed with very little capital. The result of my in- 
quiries was, that I came away satisfied, both with 
the willingness and ability of the company’s 
settlers to pay for their land. It is not easy for 
an Englishman to realize, excepting from the evi- 
dence Of his senses, the nature and extent of the 
prairie soil of Illinois. For hundreds of miles you 
pass over a slightly undulating surface without 
seeing a hill, or rock, or ravine, or an acre of bar- 
ren or broken ground to obstruct the progress of 
the plow. After examining the landed property 
of the company, I came to the conclusion that, al- 
though the cost of the railway will, including loss 
of interest, exceed the first estimate by fifty per 
cent., the land will surpass the value originally 
put upon it to a still greater extent, and will, if 
judiciously managed, ultimately defray the whole 
expense of the railway. 
I remain, dear sir, yours faithfully, 
R. Conppex, 





State Aid to Minnesota Railroads. 
The total amount of State railroad bonds issued 
up to date, by Minnesota, is as follows : 
Minnesota and Pacific Railroad ...... .. $600,000 


Cedar Valley Railroad ..........0...-. 600,000 
Southern Minnesota Railroad .......... 375,000 


Transit Railroad .....5 6.0... .eeee. --- 500,000 
Totalii... 63% SEE eee cole 8 B2,078,000 


Under the ruling of Governor Sibley, accepted 
by the companies, but $2,500,000 of the bonds, 
or $625,000 to each of the four companies, will 
be issued upon the grading of the road beds. ‘The 
remainder of the bonds, the Governor decides, 
shall not issue to the company until the cars are 





number to 10,000, and that their average pur- 
chases’ Were’ about 120 acres each.’ Being. the 
first comers, theit farms were, of course, near 


running on their respective roads, They will then 
be issued at the rate of $10,000 per mile, and the 


entire: issue ‘of ‘bonds will not be absorbed until 
there is in actual operation in Minnesota 250 miles 
of railroad. But.$425,000 remain to be issued 
on account of grading, of which amount the Min- 
nesota and Pacific road will receive $25,000 ; the 
Cedar Valley, $25,000; the Southern Minnesota, 
$250,000 ; and the Transit Company, $125,000. 





The Magnitude of Our Public Works. 

A writer in the New York Times, provoked by 
the disparaging estimate of our public works in 
comparison with those of Europe, gives the follow- 
ing interesting account of those in which we have 
excelled. The fact that we have so many superior 
and magnificent works of utility. strikes us with 
new force, when brought together into a single 
view. He says :— 


The Julian aqueduct of Rome is two miles long- 
er than the Croton aqueduct of New York, built 
by John B. Jervis and Horatio Allen, but the 
Croton carries more water than all the seven aque- 
ducts of Rome put together, and more than any 
other aqueduct in the world, and is longer than 
any one excepting the Julian. The Illinois Cen- 
tral Railroad, built by Col. Mason, is the longest 
line ever constructed by one company, and in point 
of workmanship is equal to any European road. 
The National roads over the Cumberland Mount- 
ains, built by the U. 8. Engineer corps, is more 
extensive and durable than the Appian way. The 
stone arch over Cabin Jack’s Creek, on the Wash- 
ington aqueduct, built by Capt. Meigs, is about 
fifty feet greater span than any other stone arch 
in the world, and is more beautiful in proportion 
than the arch over the Oca, so long celebrated for 
its magnificence, The tunnel built by Mr. Haupt, 
on the summit of the Pennsylvania railroad, was 
a more difficult work than the tunnel under the 
Thames. The structures on the Baltimore and 
Ohio Railroad at Harper’s Ferry, and beyond the 
summit, built by Latrobe, and the Starocca via- 
duct, on the New York and Erie Railroad, built 
by Julius Adams, are equal in magnificence and 
excellence of workmanship to anything Brunel 
ever did in England, er Moran in France. The 
Suspension Bridge over the Niagara river at Lewis- 
ton, built by Serrell, is 1,042 feet 10 inches in one 
span, and is 43 feet greater than any other single 
span in the world, being nearly twice as great and 
quite as strong as Telford’s celebrated bridge over 
the Menai Straits in England. 

The United States dry-dock at Brooklyn is the 
largest dry-dock in the world by many feet. The 
workmanship, done under the direction of Mr. Mc- 
Alpine and Gen. Stuart, is equal, if not superior, 
to anything of the kind anywhere. The piates of 
iron used in the dock are the largest that had ever 
been made up to the time they were rolled. The 
flight of combined locks on the Erie Canal at Lock- 
port, built by the State Engineers, are equalled 
only in one other place in Christendom—[Sweden. ] 
The Railroad Suspension Bridge built by Reebling 
over the Niagara is within a few feet twice the 
span of Stephenson’s great tubular bridge in Eng- 
land, the largest structure of the kind. It is 800 
feet in one span, and is two stories high, the rail- 
road being above the public highway. Nothing 
like this exists anywhere else. The lighthouse on 
Minot’s Ledge, being built by Capt. Alexander, is 
in a more exposed situation, and as far as pro- 
ceeded with, is more securely bolted together 
than the famous Eddystone Lighthouse in Eng- 
land. The bridge at Wheeling, built by Charles 
Ellet, is exceeded only in span by the Lewiston 
Bridge, and is heavier than it; it is the second 
largest span in the world, and is much more beau- 
tiful than the Fribourg bridge, its European rival. 

In carpentry we are unexcelled in the world. 
Such structures in timbers as the dry-docks at 
San Francisco and Philadelphia~McCallum’s and 
Col. Seymour’s, bridges on the Erie Railroad and 
branches, the timber viaducts on the Cattawissa 
Railroad, ‘built by Stancleg, Col. Long’s bridges 
on phe various New Bufland railroads, and Howe's 


























Coniieeliont and Paseumpsic River Railroad: 

At the half-yedrly meeting of the stockholders 
in this read, held ‘at Newport, R. I., on the 28tb 
ult, the following gentlemen were elected direct- 
ors for the ensuing year, viz: Henry Keyes, of 
Newbury ; Josiah Stickney, of Boston; Erastus 
Fairbanks, of St. Jobnsbury ; Elijah Cleveland, of 
Coventry ; William Thomes, Emmons Raymond, 
B. P. Cheney, of Boston; John Gilman, C. E., Al- 
bert Knight, C. E., of Stanstead; E, B. Chase, of 
Lyndon ; Benjamin Pomeroy, C, E., of Compton ; 
Thomas Upham, of Boston. 

President—Hon. Henry Keyes, of Newbury. 

Vice President—Jostan Stickney, of Boston. 

Secretary—Euisau CLEVELAND, of Coventry, Vt. 

Treasurer—N. P, Loverine, of Boston. 

The 14th annual report for the fiscal year end- 
ing May 31, 1859, was submitted, from which 
we learn that the receipts during that time 


WO inc op ome choca ranches camosas $192,122 61 
And the expenses Cd be open ceee. oni s¥ne 110,121 75 
Leaving a net balance of.. ...... 2+. $82,000 76 


—showing a net increase over those of the pre- 
vious year of $12,528 38. The tonnage for the 
year was as follows : 
Downward to Boston, Concord, and 

Montreal, and Northern roads... 28,981,763 Ibs, 
Upward from Northern, and Bos- 

ton, Concord and Montreal roads.13,843,215 Ibs, 
To and from Vermont Central road. 15,442,999 Ibs. 
Lumber'down Connecticut River.. 4,787,620 ft. 

The number of passengers carried during the 
year was: 


Local, up and OWN... cis¢e.¢ees cone. cols 33,725 
To and from Northern Railroad........... 11,587 

. ‘* Vermont Central Railroad.... 9,584 
Boston, Concord & Mont. R. R. 2,084 
White Mountains Railroad.... - 731 


Total ... cccese cece secewes@l ste 
Although the panic of 1857 severely effected the 
business of the road, and its lingering effects have 
been felt by the business community along its 
line during the present year, yet a handsome net 
income, and an advance upon any former one is 
shown in the results of its business,’ In the set- 
tlement of unadjusted accounts between the lower 
roads, several thousand dollars..were: necessarily 
charged to the earnings of the past year, a large 
portion of which preperly belongs to previous 
years. 

The interest on the bonds has been promptly 
paid: semi-annually, and sixteen thousand dollars 
annually: paid to.the Trustees towards the Sinking 
Fund for the ultimate redemption of the bonds. 

The Stanstead; Shefford and Chambly Railroad 
Corporation have completed the westerly) portion 
of their road, and it. is now open for use from Far- 
numsville to St. Johns, about fifteen. miles; the 
next division, from Farnumsville to Waterloo, 
about twenty-five miles, will be completed next 
autumn, léaying only twenty-five: miles more to 
build to reach Lake Memphremagog. 

With the'local increase which we have a right 
to expect, and the probability of a connection with 
Canadian roads, making our line a through route, 
and with its present amicable: arrangements with 
all connecting roads, we cannot..but reiterate our 
belief that. ultimately our road will pay dividends. 
A GENTLEMAN who has upwards of 26 years experience 

in conducting am extensive machine manufactnring busi- 
ness, (a8 principal) writes a good hand and has ath 
knowledge of oe and Gon bya ees te 
an w Me ests Cc wher is bd 
menqraent 80) ae oncern. e ser- 


vices would 
pe Patiatectony, evidence of business ‘eapacity and integrity will 
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x ship tae ti on ret Tk s Other mar: 
ron for sale, deliverable in New y 
‘kets, ASWELL & PERKING 
Brokers, 69 Wall st, 


Naw Yorks, July 9, 1859. 


FREIGHT CARS for SALE. 


1 ] CARS—Have been run about one year,—viz :— 
> long 8-wheel Box Cars, 
“© Platform Cars, 
oils Cars are made in the best manner, with large axles, 
brakes, Lightner boxes, etc., and will be sold low for eash, 
WELLL AME & PAGE, 
26tf 


RAILROAD IRON. 


"yas subseribers, Agents for the Mepafygurers, ar are 
pared to contract for the delivery of RAILR OAD 
IRON at any port in the United States or Canada, or at a 
shipping port in Wales. 


WAINWRIGHT & TAPPAN, 
Boston, June, 1851. 29 Central Wharf. 


RAILROAD IRON. 


the TRACTS for RAILS, at.a fixed price or on commis- 
sion, delivered at an English port, or at a port in the 
United States, will be made by the undersigned, 


THEODORE DEHON, 
10 Wall st., near Broadway, N.- Y. 
500 tons T Rails on hand, 54 to 57 lbs. pér lineal yard. 


RAILROAD IRON. 


yas undersigned, Agents for leading Manufacturers in 
STAFFORDSHIRE an WALES, are prepared to contract for 
delivery on board ship at LIVERPOOL, or WELSH port. 


Cc. CONGREVE & SON, 
13 Cliff st., N. Y. 


RAILROAD IRON. 


oo undersigned, nts for the Manufacturers, are pre- 
pared to contract to deliver, free on board. at shipping 
ports in England, or at ports of discharge in the United States, 


RAILS OF SUPERIOR. QUALITY, 


and of weight or pattern as may be required. 
VOSE, LIVINGSTON & CO., 
9 South William st. 


New York, Aug. 1, 1858. 


RAILROAD IRON. 
THE RENSSELAER IRON COMPANY, 
TROY, N. Y., 


OF Rails of their own manufacture deliverable as may 
be desired by purchasers, 
OLD RATLS 
received in exchange for new, or for rée-manafacturing. 
JOHN A. GRISWOLD TROT N'Y. 


New York Agony: 
BUSSING, CROCKER & 




















MORRIS. .& ie & Tia 
IRON MERCHANTS, 


MARKET. AND SEXTEE moe 


PHILADELPHIA 
IRON AND STEEL 


IN ALL THEIR VARIETIES. 





RO OILER RIVE ETS, °NTATLHOA D 
A 
CUT NAILS and SPIKES, PIG TRON one 


r Having Ge walling agency. ots to, order bear Rolling Mills, 

urnaces and Forges in this State, orders for - 

scription of LRON can be execu eictnaee 
August 16, 1854. 


CAST STEEL, 


Of ‘First’ Quality and Warranted. 


BAR, TOOL,:DRILL, AND. DIE STEEL. 
LOCOMOTIVE, CAR AND CARRIAGE CAST STEEL. 


CAR SPRING STEEL, 


Far superior to, the ordinary ‘kind. 


FROG PLATES, POINTS. 


Saw, File, Cutlery, Rake, Hoe, Axe and 
Steel. Gun Metal. Wire and Machinery Steel. 
ORDERS FILLED PROMPTLY axp AT LOW PRICES, 


SALIMS. &. CO., 
45 Clit st., New York, 















RE delivered at hed 
tarts Uartod Btaten ia post 81 
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tn NeW YORK ana NW ORDEANS ne 
LACKAWANNA 
IRON AND COAL COMPANY, 
SCRANTON," LUZERNE C0., PA. . 


y, fae nom etion of the Bae eros LACKAWASNA A 
BY Hats LBOAD, this Luabled toobtain 


ay ya 
the WagNerre ORES fro oad brated mines in 
New Jersey, which used in neombination with their native ores, 


pepdace a We ity, ot surpeded.. 
edits ior HAL 
Roesennes ord [a rior 


are won tae re, 

ate by  petern and Srecighs. 
ten foe , 
viz 2 4 i 


pee weight per | i 
mples iF 


ty) 
aes office of atk pinata 46 Exe ental Place, N. Yast 
Address J. H.. SCRANTON, President. 
Seranton, Pa. 
DAVID S. DODGE, Treasurer, 
46 Exchange Piace, 
NEW YORK. 


RAILROAD IRON. 


HE undersigned, having béen appointed’ Aj it ‘fo! 
7 Messrs. BoLcxow &: VAUGHAN, proptietotis ee ad 


ESTON, MIDDLESBRO’, and WITTON PARK 








or 





IRON WORKS, YOR JENG., 
aro prepared to contract, for the sale of 1 AD 
f a superior quality and on the most pwc 


terms. 


MEAD & 
17 William: st.,. 


RAILROAD IRON. 
Tim undersigned, agents for the um gate 


tomake CONTRACTS 
gost Se eT HOW HALLE te 


M. K. yg & ComMpP’y, 
44 Exchange Place. 


New York, ist June, 1859. 


RAILROAD IRON, 
WOOD, MORRELL & CO., 


ANING leased the extensive Works of the © 
H c MPANY, situated at Souxsrows, Cambria 
Co., Penna., as cP purchased all their re now pre- 
pared to execute, at short notice, o or RAILS Ais 4 any 
required pattern or weight, on the most libel 

PHILADELPHIA § Norra Peywa: BR. =p Dose 
OFFICE, No. 407 Walnut st. 





Taited 








THE = , 
RAILROAD IRON MILL COMPANY, 
CLEVELAND, OHIO, 

MANUFAOTURERS EXCLUSIVELY OF 
RAILROAD IRON. 
INHIS ts a new ROLLING MILL, having been working 

only eighteen mouths, and confined to work for roads on 
this line between Buffalo and Chicago in re-rolling old Rails, 


The capacity is Forty Tons per day. It is well situated for 
receiving old Ralls, either by Railroad or Lake. 


Orders are now solicited 
from Roads in other sections of the country; and work will 
noc eres ate 


A 
“ALBERT G. SMITH, | 
President of the inenksonrtinmes” 
February, 1868, 


RAILROAD IRON. 
The Crescent Manufacturing 2 IAN 2 








WHEELING, VA. 

ATi tay segue pr ant ecgn sal 

od rails, om Ghe-mcnt i 1 ri ML flay ee 
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JOS. R. ANDERSON, 


PRED 
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EGAR IRON WORKS, 


RICHMOND, VA. 

8 Oe TO HARCUROCORE at these old and extensive Works, om BEST CHARCOAL 
BAR IRON OF EVERY SIZE AND SHAPE, 

bs QHAIRS, VARIOUS PATTERNS, 


TRU BOL TSA xD Stes BARS, | 
we AND TRUCK 
TRON CER firs OTHER ONG BOLTS, | 


BOX AND PLATFORM CARS, SUGAR Mins IND TENGINES. 


coro ‘AND BOLT FACTORY. which was § destrozed ial be fre os on the 27th April, has been rebuilt on an 
» and we are now prepa red to make 25 to: S and 5,000 BOLTS per day. Our Customers 

may now send us their orders with full confidence that they wr be re promptly executed. 
The nery Department of our Establishment is under the supervision of THATCHER PERKINS. 
13 33 yoats, the Master of Mochinery on the Baltimore and Ohio Railroad, and late of the concern of Smitu & P 


SAR POA) Sees: EITHER FITTED TO AXLES 
CANNON AND PROsBonrLES ALL KINDS, 

IRON AND BRASS CASTIN 
mes STATIONARY "AND PORTABLE 


D GRIS 





Esq., for 
ERKLNS, Loco- 


R. ANDERSON & CO. _ 
SANDERSON, BROTHERS & CO., 


MANUFACTURERS OF THE 


CELEBRATED CAST STEEL, 


FOR MAKING SUPERIOR TOOLS, 


SSELEIEOE TEST 25. ENGLAND. 


IMPORTERS OF. FILES, 


Armitage’s Genuine Mousehole Anvils, etc. 
16 CLIFF STREET, NEW YORK. 


4g BATTERYMAROH. 8T., Boston. 516 COMMERCE ST., Philadelphia. 
ANK PLACE, New Orleans. TYLER, DAVIDSON & 00., Cincinnati, O. 


THE FARNLEY IRON CO. 


Near LEEDS, Yorkshire, 
MANUFACTURERS OF 
LOCOMOTIVE TIRES, 
TIRE BARS, 
BOILER PLATES, ETC. 


 ] 
The undersigned are prepared to execute orders for 


TIRES, 


Manufactured at these celebrated Works, 
OF ALL SIZES. 


A STOCK CONSTANTLY ON HAND. 


The quality of thi a aon IRON is LING, 
the same as that of LOW MOOR and BOWL 
being from the same bed of ateatel 

For sale, at manufacturer’s prices, by 


M. K. JESUP & COMP’Y, 
44 Exchange Place, New York, 
SOLE AGENTS for the UNITED STATES and CANADAS. 


BEERS’ ‘CAST IRON ENDLESS RAIL,’ FoR CITY RAILROAD. 


Patented August 24, 1858, and May 10, 1859. 
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HIS Road is constructed exclusively of Iron, without tie, 
three successive structures of the Philadel $0. class of road; thereby saving not Jess than $1,000, yearly 

















string-piece or spike (in paved streets), will wear as long as 
» per mile on 
repairs and relays, now fully tested. Cost from $6,000 “4 $8, y per mile. 


L 
BEERS? “ELASTIC IRON RAILWAY, ” FOR LOCOMOTIVE USE. 
is strictly independent of the action of — indestructible in the character of material, and positively free 
from undulations ; saving 50 per cent. on dead weight of train, 60per cent. on motive power, and 80 per cent. on repairs; thereby 
ucing the currant e: expenses of maintaining and opeation ‘from $1,500 to $2,000 per mile yearly. Cost of track (exclusive of 
11,000; outof which eh $3 000 will be saved on the first Gost o RA any te and character of grading. The 
the S work. For er ig V address 


tinderefgned ip ee to construct, eithe » in any part of the U: tates, South America, or Europe; or will 
furnish waterials ‘only, for any part of 
BEERS, C. E., Brooklyn, N. Y. 
A specimen of these Roads may be examined at a Liberty st., NEW Y 
RAILROAD IRON. RAILROAD IRON. 








Staffordshire make, delivered on board at TONS Amodonn Rails, Erie pettern, 56 Ibs. per 
sh port or at a port inthe United States, — 200 for sale ee Chicago, Ci weight. 
oe eS eee tT M. &. JESUP 4 COMP'Y, 
" And 17 Nassau st,, New Yours. New York, Sma, i850. 44 Exchange Place, 
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RAILROAD CHAIR. WORKS, 
J. B. GREEN & CO., Proprietors. 
SUCCESSORS TO THE 
New York Wrought Iron Railroad Chair Company. 
Office, No. 51 Exchange Place, New York. 


ea 








| sme i 





AVING recently purchased, at Receiver’s Sale, all the 
Patent Rights owned by the late “New York Wrovcsr 
Iron RaitRoAD CHAIR Company,” and _also the entire ma- 
chinery for manufacturing their improved Wro 
Railroad Chair, we are now fully prepared to receive and 
fill all orders rom ‘responsible parties, to any extent, with 
promptness and d inpate 

The thickness of the Tips of our chair increases through the 
bend, where the greatest strength is required, and diminishes 
towards the edge; so that a less weight of metal may be used, 
and a strength acquired equal, if not superior, to that of a 
heavier Chair of uniform thickness. 

We invite the attention of partics wishing the best 

ro Iron Chair now in market, to our works fora 
supply; believin ng they combine qualities superior to any 
others now manufactured. 

One erent advantage possessed by our Chairs over those that 
are rolled, is that the lips are turned AGAINST or ACROSS the 
fibre of the iron; while the lips of a rolled Chair are turned 
witH the fibre—making them liable to break or split as a 





ard. 

The Chairs yeigh from seven and a-half to fifteen pounds, 
gecording to the thickness of the Iron and size of the Chair. 
To enable us to give you a Re erfect fit, it will be necessary al- 
ways to send a section of the Rail properly notched. We car- 
not undertake to make Chairs w ithou proper pattern, as It 
is impossible to make a perfect fitting Chair from a drawing. . 

Chairs of our manufacture, are used by the folowing roads, 
and by over seventy others, in every part of the country :— 
North Carolina Railroad Company, 

New Jersey Central Railroad Company, 

Panama Railroad Company, 

Buffalo and one Line Railroad Com any, 

New York and New Haven Railroad Company 

New Orleans, Jackson and Great Northern R. R. Co.; etc.; ete. 


M. K. JESUP & CO.,” 44" Exchan 
won NEW 1 TO are the only ‘parties authorized'te 
act as our Agents. 





thee Mr. Jacon Rowe, formerly President of the old Com- 
pany, has no connection, whatever, with our present organiza- 
tion, nor does he sell chairs of our make. 


IRON BOILER FLUES. 


LAP-WELDED BOILER FLUES, 


1 to 7 inches outside diameter, cut to definite length, 2 to 20 
feet as required. 


Wrought Iron Welded Tubes, 


From % to5 inches bore, with Screw and Socket Qonnections. 
T’s, L’s, Stops, Valves, Flanges, etc., etc. 
MANUPACTURED AND FOR SALE BY 


MORRIS, TASKER & CO., 
PASCAL IRON WORKS. 
Established 1821. 
WAREHOUSE—209 SOUTH THIRD STREET, 
PHILADELPHIA. 


STEPHEN MORRIS, CHAS. WHEELER, JR., 
THOS. T. TASKER, JR. STEPHEN P. M. TASKER. 


RAILROAD IRON 
AND COMMON BARS. 


4 er undersigned, sole Agents to Messrs. Guest & Co., the 

proprietors of the Dowlais Iron Works, near Cardiff, South 

Wale, are duly authorized to contract for the sale of their G. L 
ailroad Iron, and Common Bars, on most advantageous terms. 


R. & J. MAKIN, 70 Broad st. 
TH E 
ROUND OAK IRON WORKS, 
STAFFORDSHIRE, ENGLAND. 
aera ‘Lord WARD, Proprietor. 
M BH, OOPS BARS, of every vant? 
NORRIS & 


for the Ui 


NEW YORK. 
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And 17 Nassau SrReer, 
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“NEW YORK 
METALLIC CAR SPRING COMPANY, 


co. 6oCmn. 2 
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SOLE MANUFACTURERS OF THE 
CONICAL VOLUTE STEEL CAR SPRING, 


OFFICE, 54 WILLIAM ST, 
CHAS. D. GIBSON, RICHARD VOSE, 


Cc. PALMER, 
Pres’t. 


NEW YORK. 


Treas’r. See’y. 





ELASTIC CONE SPRING CO., 


20 Exch PI N York 
OFFICES} and Jersey City, New Jersey. r 





ANUFACTURERS of the PATENT ELASTIC 
CONE SPRINGS for Railway Cars. This Spring is 
new, and simple in its construction. and possesses superior ad- 
vantages. It is manufactured from _the best quality of India 
Rubber prepared under the Jos.in Patent, ont is less expen- 
sive, and at the same time affords more ease, than otherchaped 
springs. It can be fitted to all descriptions of cars without al- 
teration or expense. 





JAMES JEFFRIES & SONS, 


MANUFACTURERS OF 


LOCOMOTIVE, CAR AND TANK 
SPRINGS, 


PHILADELPHIA, (rear of Girard House.) 


REFERENCES. 


M. W. BALDWIN & CO,, R. NORRIS hy SON, A. WHIT- 
NEY & SONS, PERRIS: JOS. R. ANDERSON, ae 
mond; SMITH & KINS Alexandria, Va.; sve. s EDGA 
THOMSON of Penn. R. R-. EDWARD ©. DALE, of 
N.R.R.; 8. RUTH, of Rich., F. & P. Ris Gus. Biot Bo Ge 
of Va. Central; URIAH WELLS. Rotersbure, H. D. BI 
South Side R. R., vp oneentates O ANFORD, of Poterstass 
R. R.; JNO. R. MoDANIEL, of Va & Teun, R._R.; JAS. P. 
ROBERTSON of Wilmington and M. R. R.; Bit iN RY ye 

teens of 8. 0. R. R.; 8. 8. SOLOMONS, of North sant &. R.; 
JOH FLYNN, of Western & Atlantic R. R.; E. F. ROWARTH, 
SON eu lin a Col R. R.; he. Bc GE, ~"; deore ia R. R.; 
WM. CLARK, of Muscogee R. BALDWIN jof Mont: 
gomery & W. 'P. R. R.; WM. M.  WADLEY. of N.0., 5. & GN. 

A. B. SEGER, of Opelousas R. C. WILLIAMS, of 
Vicksbir ure A ‘ALLEN 8. SWEET. of Battal a and Erie R. R.; F. 
of MEN ia. CoRFI N, of Memphis; A. “WOR: 
RELY of Seaboard & R. ‘RR ENION CAR WO 
mouth WM. M. HIGHT, of Augusta; 8. & R. H. RIKERS 
WHARTON & PATSCH, Charleston, and all Roads where 
our SPRINGS are in use. 

Will be happy to furnish a SET OF SPRINGS to such 
companies as may wish to try their Durability and 
Elasticity, by writing us the Length, Width, Curve over 
all, and the weight which they are to bear. 





Patent Reversible Baggage Check. 


MY \ 


9 N. York, . 


SOLE. MANUFACTURER. 





160 William st. 
BAGGAGE CHECKS 
of @very description at theshortest 


oo 





maging. ay Oil, Wood and Goal 
: TICKET OF BRASS. 





EDMUND HOOLE 


STH EL 
CAR SPRINGS, 


MANUFACTURED 


BY THE 
PATENTEE, 


= CARLOS FRENCH, 
SEYMOUR, CONN. 





HESE SPRINGS are now in use on many of the lead- 
ing Railroads East, South and West. 
Samples can be examined and Price Lists chained at 
No. 5 Gold st 9 NEW YORK. 











. OF TH8 ™ 
American’ “Geowraphical ‘dal - Statistical 
8. SOCIETY: °F 
The Sixth Number of this Journal is now ready. 


Subscription Price, $3.00 per year, or 25 ediediper copy 
Letters pees no the =e of the leone nungyee 
addressed to the Publishe: 


JOHN i. SCHULTZ & cou?" 


9 pret sts 











FINANCIAL *"** © 


BANKING and COMMISSION AGENCY. 


A. G JSJAUDON, 
No. 54 Wall street, NEW YORK. 


cmmcEss of a financial nature connected with 
Manufacturing and Commercial Business, anid 
operations generally. receive special attention, 
STOCKS, aox DS, NOTES anp PILLS. OF EXCHANGE 
GHT and SOLD on orders. 


THOMAS @EORGE WALKER. DAVID TWEEDIE. 


WALKER & TWEEDIE, 
42 PINE STREET, 
NEW YORK. 


Business Paper and Bills of Exchange negotiated. 
meme, STOCKS and other Securities bought and sold. 


“W. P. STEELE & Cco., 
BANKERS, 

93 WILLIAM STREET, NEW YORK. 
STOCKS and BONDS Bought and Sold on Commission, 
Mercantile Paper and Loans negotiated. 

Advances made on all approved Securities. 
COLLECTIONS MADE throughout the United States and 
Canadas, 


CINCINNATI STUCK EXCHANGE, |“! 


KIRK: & CHEEVER, 


Stock Brokers and Raitroad: Agents, 


NO. 8&8 .WEST THIRD. STREET, 


CINCINNATI, OHIO. 


Railroads Stocks, Bonds, &c., it and sold on commistion 
Beguiar sales at pudiic auction at the Msaonsnge’ Brgmsngs 




















THE HUMPHREYSVILLE 


MANUFACTURING COMPANY, 
(SUCCESSORS TO DWIGHTS, FRENCH & CO.,) 


SEYMOUR, CONN., 


ABE prepared te fill, at short pa of the best materials 


and workmanship, orders for Wrought and Cast Iron 


RD,| Work, fitted-ready for use, for the building or repairs of 


Fassenger and Freight Cars, complete or in part. 
A sample wrought iron truck can be seen at our office. 
No. 5 Gold st.. NEW YORK. 
We also manufacture— 
BEST FAGGOTTED CAR AXLES, 
A at a IRON CAR WHEELS, 
ROUGHT IRON BOLTS get AND WASHERS, 
RAILROAD JACK SCREWS, ET 
RAYMOND FRENCH, toe Seymour, Conn. 


WM. H. MARSHALL, Treasurer, No.5 Gold st., N.Y. 


SAFEGUARD 
INSURANCE COMPANY. 


OFFICE} sod) Wrath ste EW, ORE 


CAPITAL, $200,000. 
TS SAFEGUARD INSURANCE COMPANY 
having retired that portion of the Capital Stock which was 
based upon Securities out of this State, are now prepared to 
continue the Insurance business, and will insure against loss or 
damage by Fire, on Houses. Pewee nom Leases and the risks 
of Inland Mavigation, on aa f on a8 firoesiiat terms as other Companies: 





DIRECTO 

JACOB N. KELLER, EDWARD WILER. 
OHS. F. WATROUS, JOHN PRENTICE, 
WILLIAM FORBES. P. E, BIRKHEAD. 
MATHEW KEILEY. Hox. 8 B, CUSHING 
vas Nose ae po ts gor 
Cc. B. E , 
- a H HASBROUCK. BENJAMIN RF. aT TLRs, 

LAWRENCE. GEORGE H. LEWIS. 
ROBERT P, KING. 10S. E, STIDFOLD. . 


COBN, Profi, ALBERT V.Pres’t, 
Ja ee Prete re pouuie val r 











R. H. RICKARD,... 
MINING AGENT & ;STOUK BROKER, 


Office No. 21 Nassau st.,. NEW YORK. 
UYS and sells MINING SHARES, MINE 
MINERAL LANDS on commission, will iF 
Mines and Minefal Lands in any part ofthe United States; and 
report on their vahie, etc., ete. 

ReFexences:—P. Choteau, jr., & Co, New Y rk and St. 
Louis, the Hon. Wm. M; Gwin, u. 8. Senator, the’ Hum € 7. 
Peabody, N. ¥., the Hon. Sam. F. Butterwort’, a pe 
& Forrest, C om. Mer’s. N.Y. , John F. Butterworth, Esq, N. Y. 
G. 0. Williams & Co. Fey tg , Capt. D. Tyler, Nowwiek, 
Conn., Rittenhouse, Fant «& Bankers, Washington, ‘D 

Particular attention given to Lake Superior business. 


EUGENE THOMSON, 


STOCK AUUTIONEER..AND BROKER, 


No. 37 William st, NEW YORK. 
UCTION. SALES of STOCKS: ‘and Boye every 
TUESDAY, at 12% o'clock, at the Merchant 
RAILROAD ‘BANK, INSURANOE. and ‘SECU. 
RITIES bought and cold at the Broxers’ Boarp, at Pat- 
— eee ea AvorTion. yA payable in New 
ork ec prompt 
None BUT BONA FIDE QUOTATIONS FURNISHED YEE PRESS. 
THe MARKET VALUE OF SECORITIEG WILL ROT BB SUP- 
PRESSED OR ALTERED, AND DECEPTIVE OR IRRESPONSIBLE 
CATALOGUES WILL NEVER BE ISSUED, : 
A statement showing capital, dividend months, and last 
semi-annual dividend of the Banks and 'nsurence|)Oumpanies of 
the oy of Now Tork, will be forwarded by mail | upon applica 


i, FERENCES.— Messrs, Wm. and rN 
% Horace Greeley & Co, Cragin & Co... 











; & C, Berrian, Geo. F. F. Nesbitt & Oo,. Eugene. \ 
Fieq., (President Ins, Co Esq, 
(President oe Ina. Co.), LG. 

Niagara Ins. one D. : 

John H. ._ Pon: Re vin Fiat 

Esq, Now Tens Otis "tes, Albany NY. Megara 
Gorham & Co., Providence, besteiteyea 
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AR PYSTT, 


STOCK AND. BOND BROKER, 


No. 43 EXCHANGE PLACE, 
WLW. a Sere ern 


‘Pasnees wD EALERS. in Stocks, Bonds, Exchange 
ee aye lag commission, No. 49 Wall 


thy rents HW YO at the 
promptly executed. 
pn rime Ym fe secarits es, 
@. VAN BAUR & 00, 8.3 x. Sa Y. 
|), SIMEON, DBAPER, Auctioneer. 
By: SIMEON DRAPER, 
. Orrion! No! 36 PINE: ST., NEW YORK. 


“REGULAR AUCTION SALES 
At 36 Pint St. EVERY DAY. 
STOCKS and BONDS. bought and sold at private sale. 
Sale every day at 1 o’clock. See Catalogue. 


iDINGER' & HOLDEN, 
AUOMION ERAS AND REA EXPATE BROKERS, 


No. 9 NASSAU STREET, 
Under Mesera, Dust an, SHERMAN & ‘Oo. 
SOLOMON: DINGER, P 
CHARLES E. HOLDEN, “NEW YORK. 
Stéche! Bonds, Morfga wit & DeEee Paper Bought & Sold. 














Citizeny_ Bank, .” Pe NYT Tou. E. D Campbell, Lt. Gow 
r is. 
Nee pave es, - Hon, Judge L -rd, La Crosse,“ 
Km Ferris & Jno. M. Levy, Banter, “| 
af — Frankliu! Steele, Minne- 
etldent ets Pe A. & W, A, Saunders, Bankers, 

re gy erondat [ae Mt. Pleasant, Iowa. 





PETERS, CAMPBELL & CO., 


BANKERS AND DEALERS 1N 
DOMESTIC EXCHANGE AND BANK NOTES, 
No, 50 WALL STREET, 
NEW YORK. 


SPECIAL ATTENTION GIVEN TO 


oCoouLiLAoTrons 
IN Ald; PARTS OF THE UNITED STATES. 


PETERS, SPENCE & CO., Lynchbarg, Va. 
» 4 a) [Perens i BA EK SPENCE, 


DEXTER OTEY. 
Jas. T. Soursn, oq. Prost Bk Republi, New York ity 
Banks and pk any ichmond and Lynchburg, Va. 


‘DUNCAN, SHERMAN & CO., 
BANKERS, 
Corner PINE and NASSAU Sts., 
INET ar ORE, 


CIRCULAR NOTES AND "LETTERS OF CREDIT, 
FOR TRAVELERS, 
AVAILABLE IN ALL THE’ PRINCIPAL CITIES OF THE WORLD, 
ALSO, MERCANTILE CREDITS, 
For use in >) in RUROPE, OHINA, ¢ etc. 


He MEIGS, Ir & SMITH, 


DANEERS. and: BROKERS, 
39 WILLIAM, STREET, 
Grass Bor.pina BELOW, WALL StRerr.) 
+ RaRQUvTTL BATRE bat 70 ‘ON DEPOSIT 
 RENRY MEIGS, Jr. WM. ALEX. SMITH, 
New Your, May 11, 1858. ' 


“CHAS. .A. FISHER, 
Tate of the firm of FISHER, (D' & 00., 
No. 18 Exchange 








“Gt wd Sen eat st oe oon Loan }. 


‘Manufacturers of /BRAD-HEAD, 






N.Y.CITY OFFICE, 
24 BROADWAY. 


H. BURDEN 
oot 


RAILROAD SPIKES, W 


WM. F. BURDEN, Agent, 


LISONS. 


BAR IRON. 


PROX, M. ¥. 





HENRY BURDEN’S 
PATENT REVOLVING 
SHINGLING | MACHINE. 





HE subscriber having recently purchased the Haak ofthis 

Machine for the United States, now offers to make transfers 

of the Right to run said Machine’ or sell to those who uy be 
desirous‘to purchase the Right for one or more of the Sta 

This Machine is now in successful operation in ten or twelve 
Tron Works in and about og vicinity 
Pheenixville,; and Reading, Pa., Covington Iron Works, Md., 
Ce Rolling Mills; and: Troy [ron and: Nail Factory; Troy, 

Y., where it hag given universal satisfaction. 

Its ‘advantages over the ordinary Forge Hammer are nu- 
merous: » 

Considerable saving in first cost; saving in power; the entire 
saving in shingler’s, or hammerman’s wages, as no attendance 
whatever is necessary. 

It being entifely self-acting: saving in time from the quan- 
tity of work dene, as one machine is —— of ‘worki m4 
iron from sixty puddling furnaces of waste, as nothing 
but the scoria is thrown off, and raea thet mone: effectually; saving 
of staffs, as none are used or Tequi 

The time required to furnish a bloom being only about six 
seconds, the scoria has no time to set, consequently is got rid 
of much easier than when allowed to congeal, as under the 

ammer. 

The iron being discharged from the machine so Mbt, rolls 
better and is much easier on the rollérs and machinery. 

The bars roll sounder, and are much better finished. 

The subscriber feels confident that persons who will examine 
for themselves the machinery in operation; willfind it possesses 
more advantages than have been enumerated. 

For further particulars address the subscriber at Troy, N. Y. 


P. A. BURDEN. 


VULCANIZED RUBBER GOODS, 
MACHINE: BELTING, 





~|STEAM & PISTON PACKING, 


HOSE, OF ALL DESCRIPTIONS, 

SH O'HE SOLEING, 
LACE’ LEATHER, 

VAL VE 8S, 


opis HAAG Sade ETC. 


sale A ehts ofthe BOSTON 
AN > to call the attention of 
¢ cone to the vé mentioned goods, 


oean are sontbdedl by all practical thechanics to be 


THE BEST PRODUCED, 


For ps of prices; and @ full description, of goods, terms, etc, 





ee RANE & Chie RELL, 


“190 William st., mear Spruce, NEW Y¥' YORK, 





of Pittsburg, also at 


PARK’S IMPROVED 
TRACING LINEN, 
DRAWING MATERIALS, 


FOREIGN AND DOMESTIC STATIONERY, 
PRINTING & LITHOGRAPHING. 
DEVLIN & HAGAN, 
No. 7 Nassau st., N. WY. 


DR. A. MERRIMAN, 
DENTIST, 


I Waverley Place, opposite New York Hotel, 


NEw TO 1 
PROFESSIONAL —_ 


Sylvester w. Barnes, 
Chief Engineer Watertown’ and Madison R.R., Madison, Wis 


Alfred ‘W. Craven 
Ohief Engineér Croton Aqueduct,‘ New York. 


Charles W,. Copeland, 
ve mrcdei New York. 


Davidson, M.O., 
Chief Engineer Havana Railroad Company. 
Havana; Ouna. 
































Cc. Flo yd-Jones., 


Engineer Alton be 8t. Louis Rallroad, 
Res'dence, Vandalia, Il, 





Gay, Edward F., 
Civil Rug'neer, Philadelphia, Pa 


Robert B. Gorsuch, 
City of Mexico, 
MEXICO, 








James H. Grant, 
Civil Engineer, Obristiava, Rutherford Co., oo 


Theedore D. Judah, 


my Ohief Bostuwers and par rma of 
Francisco and Sacramento road, and o 

San Duarisen and Sacramento Northern Extension Reitroea, 

San bourse Cal. 


S. W. Hill, 
tag iciers Book Sr, hale mrete 


Eliwood Morri 
Civil Engineer, Institute, 




































j 7 ohn. B.. ‘Civil Engineer, 
Lake Ontario a Hudson.R, R, R., 20 Exchange Place, N. Y. 


Os ° 
~Osbowne; Richard 


W. Milnor Sackts, 


Civil Engineer, Carlisle, Pa. 
J B. S. Sewall, 


st. PAUL  MINBSOTA, 


Silas Seymour, 
Cousulting Engineer and General hawt 
1 Broadway, N, Y. 


Shanly, Walter, 


Grand Trunk Railway, Toronto, 


Charles L, Schlatter, 
Chief Engineer Brunswick and Florida Railroad, 
Brunswick, 


Charles B. Stuart, 


Consulting Engineer, 19 Nassau str., New York. 


Trautwine, John C., 
Civil Engineer and Architect, Philadelphia, 


A. B. Warford, 
Chief Engineer, Susqaehanns Railroad, Harrisburg |Pa. 


INSTRUMENTS. 


Hugo Harttman,| 
Aner AgrarEs of Engineers’ and Surveyors’ Instru- 
ments, 228 Dock st., PHILADELPHIA, 


E. BROWN & SON, 


* MANUFACTURERS OF 


TRANSITS, 
RODS, CHAINS, ETC. 

No. 27 FULTON SLIP, N. Y. 
) ENGINEERS’ AND SURVEYORS’ 
JINSTRUMENTS, MADE BY 
Edmund Draper, 


Surviving partner of 
| STANCLIFFE ff DRAPER, 



















































| 


below Walnut, 


No.22 Pear Street, SF \PHILADELPHIA 


near Third St., 








J. T. Hobby, ormery saw YER & HOBBY,) 


Mf ioweea Instrument Maker, at the‘old stand, 
1566 Water st., New Yorx, ly33 





James Prentice, 


6 6 NASSAU &t., N. Y., Manufacturer of Mathematical In- 
struments of every description, Orders promptly filled. 


W.& L. E. Gurley, Troy, N.Y., 


ee ee of Engineers’ and Surveyors’ Instru 
ments. Descriptive and priced catalogue gratis. 


Knox & Shain, 
Wyanors CTORERS of Engineering & Telegraphic Instru- 
ments, 464¢ Walnut st , Phila. (700 premiums awarded.) 


F. W. & R. King, 
SS of Engineers’, Surveying and Draw- 
ing Instruments, No. 226 Baltimore st, Batimore, Md, 


Richard Patten, 
ANUFAOTURER of Mathematical Instruments to the 
U.8. Government, No, 58 Baltimore st., Bat trmonz, Md. 


James W.Queen & Co., Philad., 
pAnurscrcnEns of Engineers’ Levels, Transits, 
Chains; Tapes, &o. Priced catalogues by mail gratis, 
Wm. J. Young 


AS removed his Engineering and Surveying Instrument 
Manfactory to No. 48 North Seventh Street, Philadelphia. 


H. SAWYER 
(of tho late firm of, Pts stig 


MAS iia tin iy oukbrs, N.Y. 























removed 


| GEO. M. FREEMAN, 


SUCCESSOR TO. 


|PRATT & FREEMAN, 


_ PHILADELPHIA 
RAILWAY SUPPLY AGENCY, 


No. 123 WALNUT STREET, 


PHILADELPHIA. 


Railroad Materials, Locometive and Car Findings, 
MACHINERY AND MACHINISTS TOOLS, 
MINERS’ TOOLS, ETC. 
SF COTTON WASTE. 24 
WHITE AND YELLOW CAR GREASE, 
LOCOMOTIVE BRASS WORK, 
Baggage Checks, Barrows, etc., ete., 
BAILROAD LANTERNS, SIGNAL LIGHTS, 
STEAM GAUGES, COCKS AND WHISTLES, 
INDIA BUBBER HOSE PACKINGS, ETC. 
LANTERNS OF ALL DESCRIPTIONS 
ENGINE, STATION, AND SIGNAL BELLS, 
bh” Superior Car Upholstery, etc. 8 
AGENCY OF THE KEROSENE OIL COMPANY. 

KS™ Orders solicited, promptly filled, and forwarded with 
despatch and care at the manufacturers’ lowest prices. 


Ss. B. BOWLES, 
MANUFACTURER AND DEALER IN 


RAILROAD 
SUPPLIES, 


No. 12 GOLD STREET, 


(Between PLATT and MAIDEN LANE,) 


NEE vy YoR kz. 
HOLT, GILSON & CO., 


aa a AND DEALERS 








RAILROAD & "STEAM BOAT 


SUPPLIES, 


5 WATER ST., BOSTON. 
LOCOMOTIVES asp CARS, 


Rails, Sleepers, Chairs, Spikes, Wheels, Arles and Tires. 
BOILER TUBES AND FELTING. 


BOLTS, NUTS & WASHERS. 
CAR, SHIP AND BRIDGE BOLTS. 
Locomotive, Hand and Ship Lanterns ;,0ar Trimmings of all 
descriptions, Steam and Water Gauges ; Signal Bells, etc., etc, 
AGENTS FOR CAR HEAD LININGS. 


Sole Agents for TOMEY’S celebrated GAUGE GLASSES, 
and PACKER’S IMPROVED RATCHET DRILL: 
Orders filled with despatch and at the lowest prices, 





RAILROAD SUPPLIES. 


GILBERT, MURDOCK & CO., 
No. 64 Exchange Piace, 


NEW YoRB, 


A™ agents for, and prepared to furnish at manu- 
facturers’ prices, 


RAILROAD, TRON, 
LOCOMOTIVE .ENGINES, 
RAILROAD. CARS, 
CAR WHEELS, 
AXLES, CHAIRS, 


SPIKES, ‘TOOLS, 


BTo.,. To.) 

Alr inquiries i in reference ‘to the’ above Searacaaal | 
receive immediate attention. 
iiss Youn, January; 1959. - 





ee 


Foreign and American 
AND ALL MATERIALS NEO 
Construction, Equipment 
RAILWAY AND OTHER. " SECURITIES 
BOUGHT AND SOLD 


Either privately or at the Board of Brokers. 


A Ss. & A. G. WHITON 
32 PINE 87., NEW YORK, 


RAILROAD IRON, 
CHAIRS AND SPIKES, 
LOCOMOTIVES, 





»| PASSENGER AND FREIGHT CARS. 


MANUFACTURERS’ AGENTS 


OR sller’s Iron Turn — Patent Blower, 
F Gardiner'’s Volu olute Car Springs and oes 


RAILWAY SUPPLIES GENERALLY. 


ALSO 
NEGOTIATORS OF SECURITIES. 


A. BRIDGES & CO., 


MANUFACTURERS AND DEALERS IN 


‘RAILROAD AND CAR 


JFINDINGS, 


. OF EVERY DESCRIPTION, 
64 COURTLANDT ST., NEW YORK. 


RAILROAD AXLES, WHEELS AND CHAIRS, 
sPIKES, BOLTS, 
NUTS, WASHERS, 


CAR, SHIP AND BRIDGE BOLTS. 
TRON FORGINGS OF VARIOUS KINDS, ETC., ETO. 
STEEL AND RUBBER SPRINGS, 
LOCOMOTIVE AND HAND LANTERNS, 
PORTABLE FORGES AND JACK. SCRAWS, 
COTTON DUCK FOR CAR COVERS, 
BRASS AND SILVER TRIMMINGS. 








Also, Sole Agents for the Manufacturers of Car Head Linings. 
Orders for the purchase of goods on commission, aside from 
our regular business, respectfully solicited. 
ALBERT BRIDGES. JOEL C. LANE. 


RAILROAD SUPPLIES. 
WILLIAMS & PAGE, 


No. 44 Water, between Congress end Kilby Brees, 


Boston, Mass. 
Iron Rails, Chairs, & Spikes, 
FREIGHT AND COAL CARS, 
(on hand or made at short notice,) 
Wheels and Axles of all all kinds 


LOWMOOR, AMES’, BOWLING sup NASHUA TIRES, 


IRON AND STEEL, 
Of afl kinds for Shops and Tracks, 
Car Trimmings, Paints, Oil, Varnish, Oar and Switch 





Locks, Ventilators, Lanterns, Head-Lights, Gauges, Rubber 
Springs, Chairs, Hose-and Belting, Aish, on gr other Tim- 
ber, and 4LL MATERIALS UseD in Equipment — 






Railroads, Engines aud. Cars, at lowest prides 
THOS. 8. WILLIAMS. PHILIP 8; F 


Late Sup’t Boston & a veel 


Jaues,Harw 
Ghicage 








Phila, W: & 
























JAMRRIOAN $RATUROAD ‘JOURNAL, 


yao oA BIS 


= ‘Dew Gugland ‘du 8 Spring és, 


SOlnis MANUFACTURERS 











f aa 














OFFICE, 61 CHAMBERS STREET, 





NEW YORK. a 












Harlan « Hollingsworth,|U'10’ RAILROAD CAR. WORKS, 


PORTSMOUTH, Va. 
ee ee REIGHT, PASSENGER, BAGGAGE, | EXPRESS, MAR- 

COAL, LUMBER and HAND CARS, manufactured 
at thise sdabliabebanh of the best aaniedinn andin the Most 
APPROVED manner, with either Plate or Spoke Wheels 
and Axles, of Salisbury or oth er Iron. Trucks fitted up, or 
Wheels and axles pepaneney will be furnished at the shortest 
notice and shipped to any part of the United States. 

Having extensive arrangements and superior 
facilities for manufacturing at this establishment, orders 
: will be received and contracts made for equipping entire 

. roads at short notice. 
MANUFACTURERS OF ALL KINDS OF G. W. GRICE, Agent. 
RAILROAD MACHINERY. 
ASSENGER CARS of tho finest finish, also all kinds of WEN TILATION. 
PPRel — SxEs open Sear Sgt = nt Ter undersigned has devised and patented the onl system 
everything for the full equipment of a road. vind VENTILATION for Buildings, Vessels, RAIL~ 


D CARS, etc., by which spontaneous ventila~ 
ocipm cue Vol uelng weeks ear = mgand our sey can be effectually carried out jand is willing to dispose of 






























—- tire satisfaction in every particular. the same to parties desirous of purc basing at a reasonable price. 
_ From our location, aoe comvenionces for ship- ative HEN Me Coleen, Canela. 
A. ts ARCHAM BAU LT, mont, Bap de Sy Li Poa ern roads with despatch, and 





MANUFACTURER OF a a Abe eubovsively pened in tnlldigg arom Vos- . 
nd nm m Boa 
PORTABLE STEAM HOISTING, |Boiters;and Machine Worl’ in concn aera WEISSENBORN’S PATENT 


al, All orders 
AND PUMPING ENGINES, executed with ‘despatch and on reasonable terms. 


From 3 40°20 horse-power, and Incrustation Preventer 
STATIONARY ENGINES, from 3 to 100 hopse-power. |THE HARRISBURG CAR COMPANY) ror stTrR AM BOILERS 


ci aed wit ong HARRISBURG, PENNA., FFECTUALLY obviates the Formation of Scale 


RE prepared to fill the heaviest orders for Passen- on the Plates by separating the incrusting matter 
sx. I:.©O AM ee ger, .* A pl a x, Cattle, Platform,|from the water before it enters the boiler, at he anae time 


|condensi! larg 
c. R uk o RKS. in thetentre of thé Fron, Coal, and Lumber| yyriied waier nthe polar ul a, and supplying the 
tegion of saneyivenia, having the most improved labor saving| Pt ng oe 

machin k of well seasoned lumber} ‘8 i8 compact, simple, and applicable to all kinds of Engines. 

rand a an Siarwe bock Superintendent thoroughly experi-| Recent modifications renderit still more efficient than heretofore 
patting $7 department of the passenger and freigh car} Testimony as to its successfil operation in preventing scale, 
‘bu men Badiness, th is company can recommend their manu-jand also as a HEATER AND CONDENSER, can 

pee eK apt fo, the e best Eastern ork. thie compar ny also| be furnished by the eubscriber, 















































LA’ AR m the} Probably od i wi 
‘ pent < ghareos 1 nin ame State feat orem Powercombinessp tnanyadsantages ee this. The bre. Bane 
; S ‘ B.. LOWE & co. urabili fro ara a af roa ted or unfitted at|Of Fuel alone from its use soon repays the 
‘ ; : J e lowest p ces. **| cost of the apparatus. Prices reduced, Terms easy. 
2ALAAND RECOND STREET ar eeey, | jSTEMART. ERR, Baetnoeh 
ser. Lous. So. ‘Superintendent. Treasurer. Agent, 15 Broadway, NEW YORK. 


